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From the dangers of crowded platforms, from the losses of unregis- 
tered fares, from the delays of conflicting passenger movements, 


PREPAYMENT INVENTIONS 


have delivered the industry. Hundreds of licensed Prepayment 8 
roads prove that licensed Prepayment operation pays. Join these 5 


sages! roads. 


Prepayment Car Sales Company 
50 Church Street, New Mork, N. Y. 
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Geary and Market Sts., San Francisco, California 
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San Francisco’ 


URING 1915 hundreds of thousands of people will see — 
for the first time the beautiful Golden Gate City of the | 
_ Pacific Coast, and will appreciate more fully the 9 won- — 
Yerea growth and progress of San Francisco. Js 


In order to insure the best transportation facilities the — 
‘most modern and He -to-date equipment was selected for the 
new cars. . 


There will be in operation on the city lines, SE to 
_ handle the crowds attending the Panama-Pacific International 
aaa more than 160 cars all equipped with 
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Westinghouse 
Type C Suspensions 


ARES insulation in Type C Hangers consists of a drop 
forged steel bolt insulated by our new Westinghouse 
Compound. This compound is tough, impervious to mois- 
ture, and will stand up under the severest climatic con- 
ditions. 


We give below style numbers, diameters and weights 
of the bolts and complete suspensions most commonly 
used. We also manufacture a full line of suspensions 
for double trolley, and pipe-bracket suspensions. 


Styzte No. 45721 


Insulated Suspension Bolts 


Diam. Wt., 
Style No. Description Stud, Lbs. 
; Inches Per 100 
StrraicHt Line 

45721 Standard insulated bolt ' 58 68 
45722 Standard insulated bolt 34 74 
88703 Special insulated bolt 56 55 
88704 Special insulated bolt 34 60 


The ‘‘Special’’ bolts are 5%-inch shorter than ‘‘Stand- 
ard’”’ and are recommended for 250-volt service only. 

The above ‘‘Standard”’ and “Special’’ insulated bolts 
have head 1}4-inch diameter and 34-inch high; the body nd 
oe is 13-inch diameter. The steel bolts are sher- DovusLe CurvE 
ardized. 


Complete Suspensions and Bodies Only 


Malleable iron castings sherardized. 
All ‘‘complete’” suspensions include “Standard” in- 
sulated bolt and leather washer. 


‘ ‘ 3 rine Wt., 
Style No. Description tud, Lbs. SINGLE CURVE 
| Inches Per 100 
52602 Straight line, complete 54 264 
52603 Straight line, complete 34 270 
52604 Straight line, body only 6 196 
54966 Single curve, complete 5% 278 
54967 Single curve, complete 34 284 
54924 Single curve, body only a 210 
54928 Double curve, complete 54 345 
54929 Double curve, complete 34 351 
54930 Double curve, body only i 277 Crrtine Form 1 
54934 Ceiling Form 1 complete 5% 216 
54935 Ceiling Form 1 complete 34 222) 
54936 Ceiling Form 1 body only 38 148 
82742 Ceiling Form 2 complete 5% 258 
‘ 82743 Ceiling Form 2 complete 34 264 
82747 Ceiling Form 2 body only ae 190 


Catalog Section DS-840 describes the full line of 
Westinghouse Suspensions, Ears and Splicers. 


Cr1Linc Form 2 


Westinghouse Electric & Manufacturing Company 
East Pittsburgh, Pa. 
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gee In last week’s issue we printed an The real question is a larger one than this, however. 
TEEL ifcati 

abstract of the new specifications It ] 
SPRCIETEL TIONS p i involves the attitude which must be taken by one 


for forgings for heat-treated 
_ axles which were presented by a committee of the 
American Society for Testing Materials at the Atlantic 
City meeting and were referred to letter ballot of the 
society. The society did not adopt a request, presented 
by a minority of the committee members which includes 
all of those representing the electric railway interests, 
that the specifications should be made to exclude 
steel for electric motor car axles. The purpose of this 
simple request was to enable the American Electric 
Railway Engineering Association to consider the new 

specifications at the coming convention. The present 
' specifications of the latter association are working out 
very well and there is no serious objection to them. 
They are designed to secure for the severe service re- 
quired of axles on heavy electric motor cars a suitable 
quality of steel and the result has been satisfactory. 
When the axles were first manufactured they were quite 
expensive, but in two years the price has come down 
to a reasonable figure. 


We regret that more considera- 
tion was not shown to the protest 
A. E. R. E. A. of the representatives of the en- 
gineering association. The action of the A. S. T. M. 
in voting to support its committee on technical details 
is, of course, a natural one. Only a part of the mem- 
bership is interested at all in a special subject of this 
kind and must depend upon the experts to determine 
technical matters. But for the same reason the asso- 
ciation, as a whole, might well have heeded a request 
of duly accredited representatives of another asso- 
ciation that it should not attempt to prescribe for the 
needs of the membership of the latter without its con- 
sent. The attitude of the American Electric Railway 
Engineering Association on this point is clearly set 
forth in the letter from President J. H. Hanna, pub- 
lished elsewhere in this issue. This association is in 
the habit of giving careful study before adopting 
standard specifications. The membership comprises 
the master mechanics and other engineers of practically 
every electric railway in the country. Thus, while the 
association is young its standing is very high. We 
do not mean to say that there are no merits in 
the A. S. T. M. specifications. The American Elec- 
tric Railway Engineering Association might have been 
willing to adopt them for certain classes of service if 
there had been a full opportunity to consider them. 


THE A. S. T. M. 
AND THE 


association toward another if the co-operative spirit is 
to be fostered. Such actions as the one in question 
will, we fear, be productive of two results. In the 
first place, the electric railways will continue to use 
their own specifications exclusively, and, second, they 
will be discouraged in their attempt to co-operate with 
other associations in the preparation of specifications. 


THE The findings of the Interstate 
NEW HAVEN Commerce Commission in the 
REPORT 


case of the New Haven Railroad 
will surprise no one who read the testimony presented 
before that body, especially the testimony of Mr. Mellen. 
The resulting opinion, in its general form, was a fore- 
gone conclusion, and few persons will be inclined to dis- 
agree with the commission in its condemnation of the 
mismanagement of the road and of its directors who did 
not direct. The commission is evidently strongly con- 
vinced that anyone who accepts the responsibility of 
director on a railroad corporation should at least know 
in a general way what is going on and be con- 
vinced of its honesty of purpose, even if he is not sure of 
its wisdom. With this all will agree. It is another mat- 
ter, however, to consider that the directors of a com- 
pany are sureties of its financial success. Poor business 
judgment is as apt to be exercised by a board of direct- 
ors as by an individual, and errors of judgment by cor- 
porations will be more common if successful men of 
affairs are discouraged from occupying the office of di- 
rectors through fear of excessive criticism or suits in 
case the enterprise is a failure. The most unfortunate 
phase of the New Haven catastrophe is that the greater 
part of the punishment for the errors of the past are 
being visited on the stockholders, who have seen their 
securities shrink enormously in value. No benefit will 
be gained by further prosecution of the road or of its 
present management, which is striving to do its duty to 
the public. The difficulty with the public is that in a 
case of this kind it considers the road as an entity. In 
the case of a bank it is different. If there was a bank 
defalcation the guilty bank officer would be prosecuted, 
not the bank which suffered from the loss. It should 
be so in this case. If there were any lawbreakers they 
were the former officers, not the present officers nor the 
stockholders. The latter are the chief sufferers from 
the evils which have been brought to light, and they 
should be treated by the authorities with consideration 
rather than with rigor. 
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WATER RATE VERSUS EFFICIENCY RATIO 


The usual manner of rating a steam prime mover 
has been to state the steam consumption per hour per 
kilowatt or horse-power of output. The statement is 
necessarily always accompanied by specifications of 
steam pressure, superheat and vacuum. If all machines 
were rated under the same steam conditions the water 
rates would be comparable, but even then the compari- 
son would not be fair because all do not produce the 
best results under the same steam conditions. Even if 
we grant for the sake of argument that it would be 
fair to compare water rates at the same pressure, super- 
heat, vacuum and load conditions, it would still require 
a great deal of mental effort and auxiliary data to 
estimate the water rate under conditions other than 
standard ones. It is also very inconvenient to have to 
append a whole train of specifications to a statement 
of water rates. To overcome this difficulty the report 
of the committee on prime movers of the American In- 
stitute of Electrical Engineers, abstracted in last 
week’s issue, urges again the use of a simpler and more 
logical procedure. 

If a given quantity of steam is expanded in an engine 
from the volume which it has at one pressure and tem- 
perature to the volume which it will have at another 
pressure and temperature, it should do a certain amount 
of work, the theoretical amount depending upon the 
initial and final states of the steam and upon the 
amounts of heat taken from or added to the steam dur- 
ing the process of expansion. Assuming the same con- 
ditions other than those of initial and final states of the 
steam, all steam prime movers have the same theo- 
retical water rate. The ratio of the theoretical to the 
actual water rate under any given set of conditions is 
then an accurate measure of the efficiency of the ma- 
chine. The committee very properly urges this “effi- 
ciency ratio” as a substitute for the vresent ‘water 
rate.” 

We believe this to be wise for several reasons. In 
the first place, the efficiency ratio stands by itself 
for all practical purposes, being only to a slight ex- 
tent dependent upon operating conditions; second, its 
use keeps clearly before the mind the fundamental facts 
regarding the production of energy in the engine; 
again, it gives a definite notion of the theoretically avoid- 
able losses in transformation. Elaborating this last 
point, it should be noted that when the water rate of 
a turbine, for example, is stated to be 12 lb. per kw-hr. 

‘under certain conditions there is nothing here to indi- 
cate what it would be were there no friction, no radia- 
tion losses and no cylinder condensation. In other 
words, it does not suggest the water rate of the “per- 


fect’? engine under these conditions; “perfect” in this | 


case meaning the engine having none of the above 
losses. This definition is justified by the classic ex- 
presssion “He who does the best his circumstances will 
allow, does well, acts nobly; angels could do no more.” 
In other words, an engine is perfect if it produces all 
of the energy represented by the energy difference be- 
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tween the incoming and outgoing steam. The effi- 
ciency ratio, or Rankine efficiency as it sometimes is 
termed, overcomes this difficulty. The fact that water 
rate alone means little is further illustrated by the 
famous little engine built and tested many years ago 
by Messrs. Hall and Treat. This was a quadruple- 
expansion engine of but a few horse-power but it 
eclipsed all records for water rate up to that time and | 
its record is creditable even to-day. Obviously there 
must have been unusual operating conditions to com- 
pensate for the proportionately large friction and 
thermal losses in such a small machine. Examination 
of the report of tests made upon it shows that there 
were employed a very high pressure, up to 500 lb. per 
sq. in., a high degree of superheat, and a very high 
vacuum. . 

The efficiency ratio does not render the thermal or 
thermodynamic efficiency useless. In comparing prime 
movers of radically different type this ratio of actual 
rate of energy input to that of energy will always be 
interesting. It is valuable also in studying, in the case 
of one prime mover, the effects particularly of changes 
in pressure and temperature. 


KANSAS CITY FRANCHISE SETTLEMENT 

The Kansas City ordinance settles one more franchise 
controversy. The term of the franchise is thirty years. 
The position of the company is far stronger when it can 
go to bankers with rights of this duration than when it 
had to admit that under the old franchise its contract to 
operate would have expired in 1925. The dangers of 
expiring franchises almost kill the possibility of borrow- 
ing capital at reasonable rates. For several years the 
company has said that its franchise position prevented 
it from borrowing money satisfactorily. The removal 
of this incubus is an incalculable advantage to both com- 
pany and city. Hampering the company now, it would 
have hampered it still more as the termination of the 
franchise grew nearer. 

In the recognition of an agreed capital value there is 
the same principle which is recognized in the equally 
notable settlements in Chicago and Cleveland, and in a 
measure in New York. Of the total recognized capital 
value, one-fourth represents intangible elements. Of 
the $30,000,000 total value $7,500,000 represents other . 
than physical values. The part of the total in Mis- 
souri is roughly $25,600,000, of which $6,300,000 is for 
intangible items. The latter amount is to be amortized 
from the income divisible between company and city 
with the intent that ultimately capital value and value 
shall be the same. It is distinctly stated in the ordi- 
nance that the capital value represents a compromise. 
It is neither as much as the company wanted to have 
nor as little as the city wanted to allow. Both parties 
abandoned a position in the interest of settlement. If 
the company had held to its position stubbornly it would 
have obtained in the end less—or more—than this 
amount. If the city had refused to budge from its posi- 
tion, no matter what eventual price it forced, it would 
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have had to put up in the meantime with a service under 
the deadly blight of expiring franchises. Both sides are 
better off with a compromise settlement. The city 
is not wholly free of all responsibility for present capi- 
tal value. Evidently, it was not a question with the 
voters of whether they could legally escape this respon- 
sibility, but of whether there was an obligation to give 
some protection to the reasonable development. costs 
whose advantages they had enjoyed. 

Three main purposes of the grant are set forth. That 
the first of these is “first-class modern service” is wholly 
in accord with modern theories of regulation. ‘“Sub- 
ordinate thereto,’ adds the franchise, the purpose is 
“to secure for the company its capital value and a 6 per 
cent. return thereon.” After all, these clauses are not 
remote from the purposes of any company engaged in 
like business, whether under restrictive or loose ordi- 
nances. Service must be given to secure earnings and 
thereby the integrity of the capital investment. If it 
is not first-class modern service the company digs its 
own grave, slowly, it may be, but surely. The third 
purpose of the grant is the participation of both parties 
in the income after provision for various deductions 
which are stated in detail. Subject to its right to secure 
service of the kind described, the city will not require 
anything that will impair capital value or the return or 
materially impair the enjoyment of the rights of par- 
ticipation. 

The rights of participation accrue after deductions 
which, in brief, are as follows: Expenses of manage- 
ment and operation (including maintenance), taxes of 
all kinds, 6 per cent cumulative for the company on cap- 
ital value, and liabilities for injuries and damages. The 
surplus then remaining is to be credited to the city but 
used by the company for extensions and additions to 
property until $6,300,000 shall have been so applied, the 
purpose of this being, as stated, to make capital value 
and value the same. Thereafter, this surplus shall be 
divided in the proportion of two-thirds to the city and 
one-third to the company. The disposition of earnings 
thus prescribed is noteworthy in several particulars. 
The allowance in operating expenses for maintenance, 
repairs, renewals and:‘depreciation is to be at least 16 
per cent of the gross of the previous year, which, of 
course, would make the actual amount realized somewhat 
under this percentage if the normal increase in business 
takes place. The rate named, 16 per cent, is specified 
in Chicago now and it is clearly based on the experience 
of the lines in that city. Naturally, much comment will 
be aroused by the fact that the rate of return is fixed 
at 6 per cent. Whether or not it was intended to give a 
higher rate of return because of a low allowance for 
capital value, 8 per cent is surely not more than a rea- 
sonable figure for Kansas City. The respect that we 
have for Kansas City does not go so far as to lead us 


to say that it can get along as easily without outside 


capital as with it. Wanting capital, it is better to offer 
6 per cent and get it than to hold for a lower rate and 
fail to get it. The segregation of expenses for injuries 
and damages from other operating costs and their sub- 
ordination to the return on capital is past understand- 
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ing. This is a proper element of operating. expense 
and is commonly so regarded. 

The city participation in control is effected through 
two means, representation on the board of directors and 
on a board of control. The latter board will have an 
appointee from the company as well as from the city, 
and, in the event of differences, a third member. It is 
evidently an enlargement of the plan underlying thé 
Board of Supervising Engineers, Chicago Traction, but 
goes farther than the Chicago arrangement in providing 
not only for supervision of rehabilitation, but also for 
such control of service as the final interpretation of the 
ordinance permits. If the ordinance does not assure 
good service, undoubtedly the appeal to the Public 
Service Commission of Missouri, which the contract in- 
dicates is possible, will take place. 

The rate of fare for adult passengers is to be 5 cents, 
but the city may use its proportion of the distributable 
profits to reduce fares, although it “shall not so exercise 
such right as to materially impair or reduce the amount 
of the company’s share below the amount the company 


‘would have received if the rate of fare had not been re- 


duced.” The construction of this provision appears to 
involve a determination of the extent, if any, to which 
a decrease in the rate of fare would stimulate short- 
haul riding so as to yield enough additional profit to 
overcome the effect of the reduction. To the extent that 
the city part of the divisible profits is used for addi- 
tions or extensions the city acquires an interest in the 
property. When that interest reaches one-half of the 
total capital value the city becomes the owner of the 
property subject to the lien securing the remaining one- 
half of the capital value. The city also has the right to 
acquire the property by payment of the entire capital 
value at any time, but special provisions are inserted 
to govern the transaction in the event of early purchase. 
The point is that the city has various rights to purchase 
under conditions which protect capital value. Another 
important section gives the city the right to exact for- 
feiture of the franchise. If the end of the franchise 
period is reached with the property still in its owner- 
ship the company is assured of the integrity of capital 
value. 

Criticisms of the ordinance will arise from various 
sources. One such, from Dr. Wilcox, who took part in 
the fight against adoption of the contract by voters, is 
published as a communication ‘in this issue. Since noth- 
ing done by man is perfect, it may be taken for granted 
that the ordinance is deficient in some respects from the 
standpoint of either interest. The real question, how- 
ever, is, whether or not it was to the interest of both 
company and public to make a reasonable settlement 
rather than to continue hostility and retard develop- 
ment of the city. The ordinance gives the city many 
rights and steps the period of rehabilitation forward 
from 1925 to 1914, eleven years. Those years will be 
lived better with the modern service that the city can 
compel than if they were frittered away in fruitless 
franchise controversy. The ordinance represents many 
of the best ideas in settlements, and is a workable con- 
tract, promoting, not retarding, progress. 
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New Steel Cars for the Michigan United Traction 


These Cars Are of Especial Interest Because They Are Constructed of Steel and Embody New Features in 
Structural. Design and he eS and in Lighting and Ventilating System 


Some time ago the executive officials of the Michigan 
United Traction Company, Jackson, Mich., decided to 
start a policy of buying all-steel rolling stock for ex- 
tensions to the existing system as well as for the re- 
placement of worn-out cars. Articles have previously 
appeared in the ELECTRIC RAILWAY JOURNAL describ- 
ing the company’s city and steel freight cars. The 
first consignment of steel interurban motor:and trailer 
coaches has just been placed in service on this com- 
pany’s lines between the cities of Jackson, Kalamazoo 
and Owosso. 

One of the considerations leading up to the selection 
of this type of car was that the company’s lines paral- 
leled the Michigan Central, the Grand Trunk and Grand 
Rapids & Indiana steam railroads. In order to secure 
its share of passenger business in competition with 
these steam lines, it was necessary to design a type of 
car which would be as safe, comfortable and convenient 
as the best cars used on the lines of the company’s 
steam railroad competitors. It also was necessary to 
inaugurate an interurban service that was a distinct 
step in advance of anything heretofore attempted on 
any electric interurban line. 


country and contained only the standard structural 
shapes which could be purchased in the open market. 


ESSENTIAL CONSTRUCTION DETAILS 


The principal dimensions of these new all-steel cars 
are as follows: 


ene th OVer eM Mensicyey. se eae ee ROR Fad tts ara at Ghat cee een reteeeete (i ih a 
hiength over Vestibule si: [4 wget tcnceucs consteb a eestor notes ass RE BO ft: 
Length of ‘passenger compartmenta.t. « osetia tee eee 29) £0. 
length of smokingycompartments: «nnn otere lene Hatt) Gian, 
Hhength’ of baggage compartnientanern eas eicrcins cole 9 ft. 4 in. 
ienzeth, of rearryestibulle.. ; accents sie nieieiepeusinte etanerens 4 ft. 6 in. 
Width over Sheathing 200s vc. serio lnc uiete tice een S Lte odie 
Width. over \bélt.ratle ry a. acct oun nee oac ete teen oe ee ae mae Sit, deena. 
‘Width “inside: atrseat- mes. B.ti.r. a ance one cieveletan le cia veneneS 8 ft./2 in; 
Ekeight. from: rail “toAtep OL GOOG. nuasbiuuewetia ech rene 12 ft. 15 in. 
Height from lower sill to roof...... uy ehataheat che) ot a dteer eae S ft. 4% in. 
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As mentioned heretofore, the underframe is made up 
of structural shapes, the center sills being 8-in. 18-lb. 
I-beams extending from buffer to buffer. The two side 
sills are formed of 8-in. 13%4-lb. channels extending from 
the rear bulkhead to the front buffer, and the two inter- 
mediate sills are 6-in. 1014-lb. channels. The body 


MICHIGAN ALL-STEEL CAR—SIDE VIEW OF CAR 


Another consideration entering into the selection of 
this type of equipment was the decision to raise the 
operating voltage from 600 to 1200 d.c. on some of the 
Michigan United lines. Since interchange agreements 
‘were in effect with other interurban roads which re- 
quired these cars to be operated over 600-volt lines, the 
electrical equipment had to be such as to provide full 
speed on either 600 or 1200 volts, and on either trolley 
or third-rail. To comply with these conditions with 
multiple-unit operation on both of these voltages re- 
quired an electric equipment and system of control en- 
tirely new in most of its essential details. 

When the company had decided on these new all- 
steel cars and had submitted the designs to the manu- 
facturers for bids, it was found that only a few manu- 
facturers could handle the work, but as the total order 
was for only ten cars several of these builders refused 
to bid. The original design included a number of 
pressings and special shapes which would have mate- 
rially reduced the total weight of the car body. After 
the company had had this experience on the first design, 
another was prepared that could be built by builders 
of ordinary wooden cars and a wider competition was 
obtained in this way. In other words, the new design 
was a concession to prevailing facilities and available 
steel-working tools in a great many of the shops in the 


bolsters are formed of two 6-in. 10%-lb. steel chan- 
nels with top and bottom cover plates 34 in. x 12 in. 
These are securely riveted together and to the longi- 
tudinal side sills. Cross-braces supporting the: floor 
are formed of 5-in. 614-lb. channels. The bumper irons 
are 8-in. 1334-lb. channels riveted to the side members, 
center and intermediate sills, to which Hedley heavy- 
section anti-climbers are fastened. Hach side sill has 
an under truss rod extending from bolster to bolster 
which supports 16-in. queen posts fitted over 8-in. 
needle beams 8 ft. center to center. 

The car-body framing is of the side-girder type with 
1y-in, x 36-in. side sheathing securely riveted to the 
side sills and reinforced at the belt rail with a %%-in. x 
2'4-in. plate, which is continuous from end post to end 
post. The sides are framed for seven double windows 
and one single window on each side, with a baggage 
door opening 42 in. in width situated at the front vesti- 
bule, a location which reduced the structural problem. 
at this point to insignificance. All single posts and 
composite posts are built on 2-in. x 2-in. x %4-in. tee- 
section main members, arranged with a steel covering, 
as shown in the accompanying illustrations. These 
posts are designed for double sashes, the lower ones 
raising inside the Gothic upper sashes and behind the 
pressed-steel curtain boxes. The posts are securely 
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MICHiGAN ALL-STEEL CAR—-VIEW FROM FRONT END 


riveted to the side sills, side plates and top plates. The 
corner and door posts were designed specially for their 
respective locations, and they are strongly braced to the 
underframe to resist unusual impact. 

In order to provide maximum value in girder strength 
the side plates are made continuous from end post to 
end post, with a single splice at the center. The letter 
plate is continuous around the entire car, and the in- 
side facia board is continuous the full length of each 
side. The inside lining below the window sill is 3/16 
in. agasote, and the space between it and the outside 
sheathing is thoroughly packed with Flaxlinum, a fire- 
resisting, insulating compound. 

The partitions between the baggage room and the 
smoking compartment are provided with double walls 
of 3/32-in. sheet steel, with reinforcing members at 
the doors. These partitions are anchored to the floor 
by a 8-in. channel. The space between the two parti- 
tion walls is packed with the insulating material. The 
partitions between the toilet compartment and _ the 
smoking and passenger compartments are of single 
thickness, being 3/32-in. sheet steel. These partitions 
are lined on the passenger side with sheet brass to a 


MICHIGAN -ALL-STEEL CAR—END VIEW OF CAR 


ELECTRIC RAILWAY JOURNAL 


107 


MICHIGAN ALL-STEEL CAR—VIEW FROM FRONT END AND 
STEEL BODY BEFORE RIVETING WAS COMPLETED 


distance of 30 in. above the floor line. A double wall 
rear bulkhead is also used, with a window on each side 
of the sliding door opening between the passenger com- 
partment and the vestibule. 

The roof is of plain arched type formed with the 2-in. 
x 2-in. x 14-in. tee carlins and posts, which are continu- 
ous from side sill to side sill. Additional roof support 
between the continuous posts and carlins is supplied by 
intermediate 1-in. steel carlins securely riveted to the 
top plates. Ash nailing strips are bolted to these inter- 
mediate carlins, and two longitudinal rafters of ash 
serve as spacers. Both the %-in. roof sheathing and. 
the 3/16-in. headlining are formed of agasote sheets. 
securely screwed to the roof carlins. The roof sheath- 
ing is covered with a No. 8 duck in one piece and thor- 
oughly saturated with white lead before being laid.. 
Surmounting this covering is a roof board extending 
the full length of the car and stringers properly insu- 
lated to receive the trolley base. 


GENERAL ARRANGEMENT 


As is shown in the tabulation of over-all dimensions of 
these new all-steel cars, the body is divided into three 
compartments, namely, a combination motorman’s cab 
and baggage compartment, a smoker, and a passenger 
compartment. The total seating capacity is for fifty- 
six passengers, there being eighteen cross-seats and 
two longitudinal seats in the passenger compartment, 
and eight cross-seats in the smoking compartment. 
These two compartments are separated by a corridor, 
3 ft. 5 in. in length, with swinging doors fitted with 
door checks at each end. This arrangement serves to 
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MICHIGAN ALL-STEEL CAR—-WIRING DIAGRAM FOR STORAGE 
BATTERY LIGHTED CARS 


prevent smoke from passing back into the passenger 
compartment and also as an entry way to the two toilets. 
On each side of this corridor are two sanitary drinking 
fountains arranged to fold into pockets in the wall. 
The water is automatically turned on when a fountain 
is pulled from its pocket. 

The rear platform is unique in that it is arranged 
as a fully-inclosed, unobstructed observation compart- 
ment. As shown in the rear view of this car, the 
glazed areas in the two vestibule windows and end cen- 
ter door extend from ‘the letter board to within 14 in. 
of the vestibule door level. The trap doors over the 
rear vestibule steps are of the O. M. Edwards balanced 
type, locked in both the vertical and the horizontal po- 
sitions. On the under side of these doors there are 
riveted diagonal grab handles to aid passengers in 
boarding the car. The steps have steel risers and 
treads, the latter being entirely covered by Mason 
safety treads, and the sides of the well are covered with 
polished brass edging. The first step is 14 in. above 
the rail, and all other’ steps have 12-in. risers, with 
8-in. treads, thus giving easy access to the car. 

A feature in connection with the seats used and their 
arrangement is that all are stationary, this being pos- 
sible because the car is operated single-end. The seats 
are not like the usual stationary seat with the straight 
back, but have high backs with head rolls and spring 
edged cushions like the Hale & hilburn Walkover tyve, 
and consequently they are just as comfortable. Gen- 
erally, when stationary seats are used, those facing the 
bulkheads between compartments are undesirable be- 
cause of the limited space for the passengers’ feet. 
To meet this objection foot pockets were placed in each 
partition immediately in front of each stationary end 
seat. This makes these seats as comfortable and desir- 
able as those in any other part of the car. These 
pockets are formed of sheet metal and extend into the 
baggage compartment and toilet compartment and are 
in spaces which would not otherwise be utilized. An- 


avi 


ae 
i 

3 3 
° FS 


Reverser 


& 

5 

2 
a 
o 
= 
& 


over Switch 


Bus Line Cable 


ELECTRIC RAILWAY JOURNAL 


————y 


[VoL. XLIV, No. 3. 


other feature in the construction of this car is the 
over-all thickness of the car sides, which is only 2 9/16 
in. This made the available width at the seated pas- 
sengers’ waist line 8 ft. 44% in., and by utilizing the 
214-in. recess outside the window stool line extra seat 
width was provided. 

All interior finish in the smoking and passenger 
compartments is mahogany or imitation mahogany, ex- 
cept the ceiling, which is a light color to give reflective 
effect to the lighting scheme. The doors, sashes and 
window stools are finished in the natural mahogany, 
and the exposed steel and inside lining below the win- 
dow stools are finished in imitation mahogany. The 
baggage compartment is finished in imitation oak, the 
toilet rooms in white enamel and the rear platform in 
the same color as the car body, which is a dark olive 
green. A composition flooring known as Flexolith, 1 
in. in thickness, is laid with a smooth polished finish 
over Chanarch floor plates with corrugations % in. 
deep. This composition floor is used in the smoking 
and passenger sections and it has ogee curves in all 
corners to facilitate cleaning. The baggage room floor 
is formed of 134-in. matched hard maple with 1-in. 
half-oval iron strips opposite the doors, so as to with- 
stand the rough usage incident to a baggage compart- 
ment. Beneath all these floors is a false floor also of 
corrugated sheets riveted to the lower side of the under- 
frame, and the space between these two floors is thor- 
oughly packed with mineral wool. 


HEATING AND VENTILATING SYSTEM 


As mentioned heretofore the baggage compartment is 
9 ft. 4 in. over all in length and is arranged to serve 
also as a motorman’s cab and for the hot-water heater 
installation. The latter was especially designed by the 
Peter Smith Heater Company and is one of the fea- 
tures of the design of the car. The heater system has 
a double circulating system from a central tank located 
in the baggage room at the transverse center of the car 
body. With this arrangement hot water to each side 
of the car circulates through separate coil systems of 
four rows of 1%-in. pipes installed on each side of the 
car. In this system the hot water must travel but half 
as far as in former designs. It therefore returns to the 
coils in the heater twice as often. It is believed that 
this change will increase both the efficiency and the 
economy of the heating system. As these cars are for 
use in a cold climate, they were built with double win- 
dows, walls, ceiling and floors. 

Owing to the use of the plain arch roof, it was be- 
lieved that the cars would be difficult to ventilate 
in winter without artificial ventilation, and a system 
using air under pressure was installed. This consists 
of a direct connected electric motor with a Sirrocco 
blower in a housing swung from the baggage-room roof 
carlins. This blower takes fresh air from the roof and 
forces it into a duct which branches just back of the 
fan. From this point two ducts pass along the parti- 
tion between the baggage compartment and smoker to 
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MICHIGAN ALL-STEEL CAR—DIAGRAM SHOWING MAIN CONDUITS AND LOCATION OF OTHER APPARATUS UNDER CAR 
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the floor line, where they connect with ducts installed 
behind the heater pipes extending the full length of 
the car. Outlets under each seat permit the fresh air 
to be forced over the heater pipes into the car, from 
which it is removed by twelve 8-in. Globe ventilators. 
The capacity of the motor-driven fan is 500 cu. ft. per 
minute, which is sufficient to deliver fresh, warm air be- 
low the breathing zone at an outlet pressure of 2 
ounces. By this system of heating and ventilating, it is 
believed that all compartments will have a sufficient 
supply of pure air to make riding in winter as pleasant 
as in summer. In addition to the ventilating system 
described, the smoking and passenger compartments 
are fitted with 12-in. circulating wall fans for sum- 
mer use. 


LIGHTING SYSTEM 


It has been recognized by progressive railway man- 
agers, as well as by the riding public, that the lighting 
of interurban coaches in the past has been far from 
satisfactory on account of the fluctuations of the line 
voltage. In the case of third-rail systems another 
cause of trouble occurs because of the breaks in the 
third-rail at road crossings. In this particular case 
these two factors were complicated by the fact that the 
cars were to be operated at two different potentials, 
namely, 600 and 1200 volts. Nevertheless, the light- 
ing of these cars has been quite successfully accom- 
plished by the use of twenty-five cells of Edison A-8-H 
storage batteries and without the use of any compli- 
cated regulating devices. The batteries are mounted 
under the car, and during the lighting period discharge 
direct into the lighting circuits at 30 volts. The bat- 
teries are charged by a 3-kw GE motor-generator set, 
also mounted underneath the car. This motor gen- 
erator operates direct on 600 volts and when the car is 
on 1200 volts derives its current from a dynamotor. Ac- 
cording to the present plan the batteries will be charged 
during the day, at normal rate, which requires seven 
hours. If the battery should fail, energy may be de- 
rived direct from the motor-generator set. 

This system of lighting was selected because of its 
reliability, simplicity and flexibility. As the cars may 
be laid up over night at any siding on the system, it 
was deemed advisable to install independent units, in 
preference to using a central charging station which 
would require the handling of the batteries daily. In 
a test run made with this lighting unit, the improved 
voltage regulation was clearly demonstrated. As shown 
on the accompanying chart in one of the illustrations, 
an average drop of but 5 volts at the motor-generator 
set was recorded when the average line drop was more 
than 150 volts. This indicates a sufficient voltage regu- 
lation to insure uniform illumination at all times. An- 
other reason for this rather complicated arrangement 
was not only to obtain a lighting system sufficiently 
perfect for all practical purposes and to bridge over the 
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Test of G.E.Motor Generator Set. while Char: Bee Edison Storage Battery A-8 H- 
Motor Rating 550 V. 10.7 Amp. Gen.3.5 K.W. 67 Amp. ifull Load Voltage 45 V.. 
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third-rail gaps which heretofore have interrupted the 
energy supply to the lighting circuit, but to provide 
light when current is off the line. 

As to the lighting system proper, all circuits are in- 
stalled in pipe conduit, and the fixtures include deep 
opalescent shades set in special lock sockets and shade 
fastenings. The lamps are 25-watt, 30-volt Mazda, and 
are arranged one over each of the twenty-eight seats. 
An actual test of this entire lighting system indicates 
that each car will be perfectly lighted with a total cur- 
rent consumption of 644 watts. Another feature in 
connection with the lighting system is that the tail 
light is connected in the battery circuit. This light is 
installed in conjunction with the usual oil tail lamps. 
Both this tail light and the headlight are set in recesses 
under the front and rear hoods of the car body, so that 
the lenses are flush with the car front and rear. The 
headlight is made adjustable, so that its rays may be 
readily thrown at any angle along the track. 


TRUCK DETAILS 


Other features worthy of mention include the man- 
ner of installing the end connections. These include 
two control circuits and a bus circuit, all of which are 
brought down to the pivotal points on the drawbars. 
From this point they are carried forward in steel pipe 
conduit to the drawbar carrier castings, and, of course, 
follow the drawbar in rounding curves. This type of 
connection is shown in one of the illustrations. It not 
only permits the use of a short jumper connection, but 
the drawbar curve limits, only, are the end connection 
limits. Other electrical equipment includes Westing- 
house 333-B-2, 115-hp, interpole motors with H.L. con- 
trol. These are so arranged that the motors will oper- 
ate at full speed on either 600 or 1200 volts and also 
provide for multiple-unit operation of all switches for 
both trolley and third-rail. All wiring and connec- 
tions throughout the entire car for every purpose are 
laid in conduit with special fittings, and junction boxes 
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MICHIGAN ALL-STEEL CAR—FLOOR PLAN OF 56-FT. 8-IN. STEEL TRAILER 
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MICHIGAN ALL-STEEL CAR—SPECIAL TRUCKS 


are used whenever it would add to the safety of the 
installation. 

Especially designed trucks with an 87-in. wheelbase 
which permits the use of quadruple elliptic springs 
were purchased for these cars from the Baldwin Loco- 
motive Works. The long wheelbase and the spring ar- 
rangement were employed to obtain an easy riding 
truck. A double set of machine coil springs is 
mounted in the truck to prevent its nosing longitudi- 
ally. The trucks are also equipped with Symington 
ball-bearing center bearings and double Perry roller, 
roller side bearings. 


TRAIL CAR FEATURES 


Of this order for ten all-steel cars, four were trail 
cars. These are of the same general appearance and 
design as the motor cars but were arranged for double- 
end operation, consequently they have vestibules at both 
ends. Each has two compartments, a smoker and a 
passenger. There are nineteen reversible cross-seats 
upholstered in green plush in the passenger compart- 
ment, and eight cross-seats and one _ longitudinal 
seat upholstered in black leather in the smoker. The 
partition between the two is provided with wide glass 
areas, the lower edge of the frames being well below 
the tops of the seat backs, to give the effect of a single 
compartment body. Heating and ventilation are the 
same as in the motor cars, but the lighting system is 
supplied from the trolley direct on 600-volt or from the 
dynamotor on 1200-volt lines. Exterior and interior 
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views of this car are shown in the accompanying illus- 
trations. 
- GENERAL DATA 


The following are the principal dimensions of these 
new all-steel trail cars: 
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These new cars were designed by R. C. Taylor, super- 
intendent of equipment of the Michigan United Trac- 
tion Company, under the direction of J. F. Collins, vice- 
president and general manager, and were built by the 
St. Louis Car Company, St. Louis, Mo. To give an 
idea of how the total weight of this car, namely, 52.8 
tons, is distributed, the following table is presented: 
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Restoring Service Quickly After Boiler. 
Explosion in Meridian, Miss. 


A remarkable example of what can be accomplished 
by the good public relations of an electric railway is 
furnished by the recent emergency repair work per- 
formed following a boiler house explosion by the co- 
operation of citizens, city authorities and outside engi- 
neers with the officials of the Meridian Light & Rail- 
way Company, Meridian, Miss., a subsidiary of H. L. 
Doherty & Company. This accident was briefly de- 
scribed in the news department of the ELECTRIC RAIL- 
WAY JOURNAL of June 27. A defective boiler head 
caused the boiler to be blown through the brick wall of 
the power house and to land some distance outside after 
having turned a complete somersault. 

The first emergency work consisted in clearing away 
the wreckage caused by the destruction of the side wall 
and roof of the power house. The demand for extra 
men for this repair work met with quick and generous 
response. The New Orleans & Northeastern Railroad 
at once turned over its extra gang: of about forty men 
to General Manager A. B. Paterson and the city au- 
thorities set the city prisoners to work on the task 
of removing the debris. 

So fast was the work of repairing the power house 
apparatus expedited, despite a period of record break- 
ing hot weather, that within two and one-half days 
after the explosion occurred it was possible with the 
aid of the sole surviving boiler to generate a power 
output of 1400 kw, sufficient to resume the city light- 
ing service and to operate the usual number of street 
cars at half schedule. Full street car service was de- 
pendent on installing new boiler equipment. The 
Babcock & Wilcox Company made an unusually quick 
shipment of a 500-hp Stirling boiler which was on order 
at the time of the explosion. This boiler left the man- 
ufacturers’ shops at Barberton, Ohio, accompanied by 
a personal tracer who obtained express service for it 
and succeeded in delivering it four days later. An 


additional 750-hp Stirling boiler was ordered and was — 


entirely built in fourteen days. A new stoker ordered 
from the Murphy Iron Works was built and shipped in 


twenty-one days. A new Crocker-Wheeler commutator 


was also sent down in rush time from Ampere, N. J., to 
replace one which had been injured by bricks. 
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Kansas City Railways Franchise Ordinance 


Abstract of Ordinance Recently Approved by Voters of Kansas City, Mo.— Among the Features Shown Are 
a Partnership. Method of Control, a Valuation of the Physical and Intangible Property of the 
Company, a 6 Per Cent Rate of Return, a Plan for Division of Excess Earnings 
with the City, and a Recapture Clause 


The new franchise ordinance approved by the voters 
of Kansas City, Mo., on July 7 grants rights to the 
Kansas City Railways, a new company organized for 
the purpose of acquiring the property of the Metro- 
politan Street Railway, the Central Electric Railway 
and the Kansas City & Westport Belt Railway. The 
preamble says in part that the city desires to fix and 
define the terms and conditions upon which the com- 
pany shall operate its lines and the method by which 
the city shall have the right to participate in the man- 
agement, operation and control and in the earnings of 
the property in Missouri and, if it shall so elect, to 
take over and operate the property. 


INTENT OF ORDINANCE 


The intent of the ordinance is to grant the right to 
own and operate lines upon the surface of streets speci- 
fied. Where any parts of the existing lines are now 
operated upon a street or upon an elevated structure 
over a street they shall continue to be so operated 
unless changed with the consent of the city. The ordi- 
nance shall not be so construed as to grant the right 
to own, maintain or operate a subway or elevated line. 
No right granted by the ordinance shall vest unless 
within fifteen days after its passage and approval the 
company shall accept all of the provisions, and the 
United States District Court which has been admin- 
istering the receivership shall recommend that the ordi- 
nance be fully carried out, and there shall be deposited 
with the comptroller a sum sufficient in his judgment 
to defray expenses of the election. 

The obligation of the company to the city created by 
this ordinance shall be the first and paramount obliga- 
tion of the company prior and superior to any other 
obligation, lien or right upon or against any of its 
property or earnings. At the time of acceptance of 
the contract there shall be filed with and approved by 
the city comptroller the bond of the Kansas City Rail- 
way & Light Company that the grantee will acquire 
the title to the properties, and if it defaults in the 
obligation the city shall receive $100,000. All rights, 
franchises and authority granted to the company shall 
cease thirty years from the date the ordinance is 
adopted by the people unless terminated sooner in 
accordance with its provisions. Both parties agree that 
the first and primary purpose of the contract is to 
secure for the public first-class modern service, and 
after that purpose is accomplished and subordinate 
thereto, second, to secure for the company its capital 
value and a 6 per cent return thereon, and, third, to 
enjoy the participation outlined for both parties to the 
contract. The city agrees that, subject to its right to 
secure such service, it will not require the company 
to do anything that will impair the capital value or 
return thereon or materially impair the enjoyment of 
the rights of participation in accordance with the 
contract. 


BOARD OF DIRECTORS 


In no event shall the aggregate amount of outstand- 
ing mortgage indebtedness and capital stock be in 
excess at any time of the value of the property of the 
company wherever situated, exclusive of franchise value 


under this ordinance. The company shall deliver to 
the city such shares of stock as are necessary to qualify 
the persons designated by the city as its representatives 
on the board of directors. Of the eleven directors 
Kansas City, Mo., shall select five. No person so des- 
ignated shall be eligible to serve if he owns or controls 
any stock (except qualifying shares) or bonds or has 
any contract directly or indirectly with the company 
for materials or supplies or for labor or has any finan- 
cial motive in relation to the business of the company. 
If any such person shall be disqualified for any such 
cause, his right to the office shall cease. In the selection 
of such directors political affiliation shall be disre- 
garded. The directors shall not delegate power to any 
executive or managing committee without the unani- 
mous consent of the city’s directors. The five directors 
for the city are designated in the ordinance. They are: 
William T. Kemper, John H. Wiles, Davis M. Pinkerton, 
Frank C. Niles'‘and John W. Wagner. They serve re- 
spectively for different periods from five years to one 
year in length. It shall be the duty of the company to 
cause such persons and their successors to be elected 
promptly as directors of the company. The future 
directors are to be selected as follows: The Mayor 
shall submit to the Kansas City Court of Appeals a list 
of three names for every city director to be chosen 
and the court shall select the names to be certified to 
the company. The judges shall have the right to reject 
all names. The Mayor shall then continue to submit 
lists until a selection is made. The city shall have the 
right by agreement with Kansas City, Kan., to give 
to that city the right to name as its representatives on 
the board of directors not more than two of the five 
city directors. The city is to have the right to examine 
the books. 


BOARD OF CONTROL 


The company shall appoint a board of control con- 
sisting of P. J. Kealy, designated by the company, and 
Robert P. Woods, designated by the city. Any dif- 
ference between the two shall be summarily determined 
by a third person as arbiter to be selected by a majority 
of the judges of the Kansas City Court of Appeals. 
The third person shall be disinterested and qualified by 
study and experience to pass upon the questions. The 
company may remove its representative and appoint a 
successor. The city’s directors or a majority of them 
with concurrence of the Mayor may remove the city’s 
representative on the board of control and designate a 
successor. Either the city or the company shall have 
the right to apply to any court of competent jurisdic- 
tion for the removal of either member of the board of 
control for fraud, corruption or failure to perform his 
duties in good faith. 

The board of control shall have the right to employ 
such assistants as are necessary for the performance 
of its duties. The salaries and compensation of mem- 
bers and of assistants and necessary expenses and out- 
lays shall be paid by the company. The board is 
charged with the following duties: to supervise and 
direct the routing, stopping and schedules of cars in 
accordance with ordinances of the city and orders of 
the Public Service Commission of Missouri; to require 
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to be maintained upon the lines at all times sufficient, 
good and convenient cars and equipment to accommo- 
date public travel and provide first-class service; to 
designate and approve the kind, character and amount 
of construction, reconstruction, equipment, re-equip- 
ment and additions; to approve the kind of rails, poles, 
wires and materials to be used and to supervise and 
approve all work in relation thereto and ascertain and 
certify the cost thereof; to determine and certify to 
the city and the company what expenditures shall be 
charged to capital account and to classify properly and 
charge all other expenditures of the company; to de- 
termine the system of accounts and supervise the keep- 
ing thereof; to inspect and audit all receipts, disburse- 
ments, vouchers, prices, payrolls, time cards, papers, 
books, documents and property, and to prepare and file 
semi-annually with the president of the company and 
the city comptroller a statement of all receipts and 
disbursements and of the condition of the capital and 
other accounts and generally of all transactions and 
work done as well as work proposed to be done, together 
with such recommendations as they shall deem proper 
to make; and finally to do everything necessary for 
the efficient performance of their duties. Wherever in 
the ordinance any duty is imposed upon the board of 
control it is at the same time made the duty of the 
company, the board being for all these purposes the 
agent of the company. 


FARES, TRANSFERS AND CARS 


Unless fares are reduced as approved in the ordinance 
the company shall carry a passenger for a single fare 
of 5 cents over its entire system within the city. For 
passengers between eight and twelve years of age the 
fare shall be 2% cents. The company shall furnish 
conductors with tickets to be sold for the use of pas- 
sengers between eight and twelve years of age at the 
rate of two for 5 cents. No passes of any kind shall 
be issued to any person. Employees of the company, 
policemen and firemen shall be permitted to ride free, 
subject to rules and regulations of the board of control. 
Universal transfers shall be granted over all parts of 
the system in the city. Such transfers shall also be 
granted over all parts of the system in Kansas as the 
same now exists or may be extended within the limits 
of Rosedale and Kansas City, Kan., and intermediate 
points, as long as the company shall be interested in, 
operate or have traffic arrangements with the com- 
panies owning the lines in Kansas, and also as long 
as any of the cars of either the Missouri or the Kan- 
sas lines shall operate over any of the tracks of the 
other company. 

The company shall make'no traffic or transfer arrange- 
ments with any companies operating lines hereafter 
built in Rosedale or Kansas City, Kan., unless such 
company shall give like traffic or transfer privileges 
over their lines, although at no time shall the rights 
of the parties to the ordinance be substantially im- 
paired by the granting of intercity transfers. The 
city shall have the right by ordinance to discontinue, 
regulate and control intercity transfers in any manner 
that will not reduce the return of the company on its 
capital value. The transfer provisions shall not be 
construed so as to enable passengers to return substan- 
tially to the initial point for a single fare. 

All cars operated hereafter shall be of the best qual- 
ity, style, finish and design and shall be approved by 
the board of control. The equipment as a whole shall 
at all times be equal to-cars in ordinary use on the 
best managed and equipped lines of the street railways 
in the United States. The board of control or the city 
shall divide the city into speed zones. All cars shall 
be in charge of not less than two competent men, except 
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where otherwise ordered by the board of control. 
company shall furnish ‘“‘owl-car” service. 


The 


REHABILITATION 


As soon as the Twelfth Street viaduct, now under 
construction, is completed the company shall electrify 
all parts of the system not then electrified. It shall 
expend for this purpose $1,500,000, or so much thereof 
as may be necessary. In each year for three years 
following the adoption of the contract not less than 
twenty-five additional new cars shall be purchased and 
put in service. During each of these three years the 
company shall construct in specified locations not less 
than 5 miles of single track, or during the full period 
7% miles of double new track. The city shall retain 
the title to certain tracks to be constructed across the 
Union Station plaza. The city shall pay the cost to 
the company. In addition to expenditures for exten- 
sions as provided during the first three years of the 
contract, $250,000 shall be provided at once for such 
other and further extensions as may be determined 
upon by the board of control. The city, if and when it 
acquires the power so to do, or any number of inhabi- 
tants, under authority from the city, may build under 
the supervision of the city engineer extensions to the 
company’s lines or entirely new lines within the city 
to be operated as part of the system upon such terms 
and conditions as the board of control shall prescribe. 


FUTURE EXTENSIONS 


After three years the city shall have the right by 
ordinance to require the company to construct and 
operate such extensions as a majority of the city direc- 
tors may recommend and the city by ordinance require, 
unless manifestly unnecessary for the convenience of 
its inhabitants. The burden shall always rest upon the 
company to prove that the extension so required is 
manifestly unnecessary. The aggregate of such exten- 
sion shall not exceed on the average 4 miles of single 
or 2 miles of double track in any one year. There 
shall also be such additional extensions of single or 
double track as shall be reasonably necessary for the 
convenience of the inhabitants, and, as the board of 
control shall declare, will if constructed produce an 
income on the investment of not less than 6 per cent 
over the expenses of operation and maintenance. Any 
single track extension shall be reconstructed and oper- 
ated as a double track as soon as such double track is 
necessary and will produce the income specified. 

The city shall have the right if it constructs or 
acquires any viaduct within its limits or in connection 
with cities in Kansas to compel the company to operate 
cars thereover and to pay therefor reasonable com- 
pensation whenever reasonably necessary to accommo- 
date public travel. The board of control shall deter- 
mine when such operation is necessary to the companies. 


JOINT USE oF TRACKS 


The city reserves the right to authorize one or more 
street railways to operate cars on the tracks and to 
use the poles, wires, appliances, power and electric 
currents for six consecutive blocks or less. The city 
also reserves the right to authorize any company to 
use certain loops. The using companies under these 
circumstances shall pay reasonable compensation, the 
amount of which shall be determined by the board of 
control with the right of judicial review. 


INTERURBAN LINES 


All connections with any existing interurban line 
shall be continued as they were on Jan. 1, 1914, unless 
the city by reasonable ordinance and after six months’ 
notice shall require connection at another point. All 
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connections made hereafter between any interurban line 
and tracks of the company shall be made at the expense 
of the former under the supervision of the board of 
control at the city limits or at such place within the 
city as the city may authorize by ordinance. All con- 
nections shall be maintained by the company at the 
expense of the interurban company. The city reserves 
the right at all times to revoke the right of any inter- 
urban company to operate its cars or have the company 
operate them within the corporate limits of the city in 
the event that such interurban company shall fail to 
pay promptly any final judgment rendered against it 
under the provisions of the ordinance, or shall fail to 
comply within a reasonable time with any reasonable 
order of the board of control or any lawful ordinance 
passed hereafter by the city. All interurban cars 
within the city may continue to be used until the board 
of control shall order the use thereof discontinued for 
the reason that the cars are not fit or suitable for such 
use. In such event the displaced cars shall be replaced 
with other cars. Interurban cars shall be operated 
within the city by crews of the city company. Inter- 
urban passengers on cars received by the company 
shall pay the company the same fare and shall be en- 
titled to the same transfer privileges as if they had 
taken regular passage. on city cars. The company 
shall pay to each existing interurban line for the use of 
interurban cars while on the tracks of the company 15 
per cent of the amount received from each passenger 
who is on such interurban car when delivered to the 
company and from each passenger who is on the cars 
when redelivered to the interurban line at the point of 
connection unless the company and the interurban line 
with the approval of the board of control and consent 
of the city shall agree upon some other amount. The 
board of control may determine when and where inter- 
urban cars may be stopped for passengers and whether 
or not they shall stop for local passengers. 


FREIGHT AND EXPRESS TRAFFIC 


Interurban cars carrying market vegetables and the 
products of market gardens shall be conveyed by the 
company as near the public markets as the tracks of 
the company permit. Interurban cars carrying through 
express and freight shall be carried to and from sta- 
tions. The hours during which such freight and ex- 
press cars shall be operated shall be subject to regu- 
lation by the board of control and by the city. The 
compensation for the transportation of such cars shall 
be determined by the board of control with the approval 
of the city’s directors. The city reserves the right to 
regulate and prohibit the carrying of freight and 
express and the operation of freight and express cars 
within the city limits. The city may construct or au- 
thorize others to construct a central passenger station 
for interurban passengers, baggage, express and United 
States mail. For the use of the central station each 
interurban line shall pay to the owner of the station 
the 15 per cent paid to it by the company for each 
passenger received or delivered at the point of con- 
nection. The company shall pay to the owner of the 
station an additional sum not exceeding 5 per cent of 
the fare paid by the interurban passengers. It is 
agreed that interurban traffic to and within the city 
shall be encouraged to the fullest practicable degree. 

The company under the supervision of the board of 
control may carry United States mail and also light 
packages or parcels besides those in possession of pas- 
sengers, but not in such manner as to interfere with 
the convenience and safety of passengers or with pas- 
senger traffic. The city reserves the right to regulate 
and prohibit the carrying of packages on cars within 
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the city limits. All charges for such services shall be 
compensatory, uniform and reasonable. 


MOTIVE POWER AND PAVING 


The motive power shall be electricity applied by the 
overhead trolley system. The city shall have the right 
at any time after three years from the date of adoption 
of the ordinance to require any portion in congested 
business districts to be operated by the underground 
conduit system. It is provided that the city shall exer- 
cise its power in this regard in reasonable manner and 
shall not require at any one time an excessive invest- 
ment of money for such purpose. 

The company, under the supervision of the board 
of control, shall pave and keep in good condition and 
repair the streets between its tracks and between the 
rails thereof and for 18 in. beyond each outer rail, and 
shall repave the same when necessary. It shall perform 
a like obligation under direction of the board of park 
commissioners where its tracks are laid in any boule- 
vard paved for its entire width. Obligations as to 
grading are also included in the ordinance. Other 
sections relate to the location of tracks in the center of 
the street, the abandonment of tracks in any street, 
and street cleaning and sprinkling. 


CAPITAL VALUE OF PROPERTY 


The capital value of all the property of the company 
in Missouri is fixed at $25,648,806. To this value shall 
be added the cost of all additional extensions and bet- 
terments, including bridges and rights over viaducts 
and through subways made after May 31, 1913, prop- 
erly chargeable to capital account. .The value of the 
property as specified is arrived at by taking into con- 
sideration the value of all existing property in Missouri 
on May 31, 1913, with the value of its earnings for the 
fixed period of the existing contracts with the city, as 
well as the total of moneys actually expended from time 
to time in the building up of the properties. The 
amount stipulated is a compromise between the com- 
pany and the city of their respective calculations con- 
cerning property values. If the value of the properties 
as fixed be the subject of investigation or inquiry by 
any person or authorized tribunal, the company shall 
always have the right to assert and prove all matters 
and things in support of such values as fully as its 
predecessors might have done on May 31, 1913, pro- 
vided that nothing shall be so construed that the value 
stipulated shall be increased. The company agrees to 
procure such new money as, together with such por- 
tions of the surplus as may be used by the ordinance 
to pay for extensions and additions to property in Mis- 
souri, will provide the following sums for additions and 
betterments: 1914 to 1918 inclusive, $650,000 per 
annum; 1919 to 1923, $725,000 per annum; 1924 to 
1928, $775,000 per annum; 1929 to 1933, $825,000 per 
annum; 1934 to 1938, $875,000 per annum, and 1939 
to 1943, $925,000 per annum. The new money shall 
become a part of the capital value. It is agreed that if 
the net earnings in the aggregate exceed or are less 
than 35 per cent of the gross receipts in any year the 
amount to be expended annually shall be increased or 
diminished correspondingly. 


SUPERVISION OF EXTENSIONS 


All extensions and additions shall be constructed or 
acquired by the company under the supervision of the 
board of control. In the replacement of any cars or 
any other property there shall be charged to capital 
account the excess amount that the new property costs 
over the original cost of the property displaced. There 
have been filed in the office of the city clerk the inven- 


114 

tory of Bion J. Arnold and also the inventory by L. R. 
Ash, as of May 31, 1912, in which the engineers do not 
agree as to depreciated physical value, exclusive of 
other elements of value, of certain property. There 
has also been filed in the clerk’s office a reconci’ement 
of the values of P. J. Kealy and L. R. Ash, wherein it 
is agreed that such depreciated value of property in 
Missouri and Kansas was $22,500,000. The agreed 
apportionment thereof between Missouri and Kansas 
is in the ratio of 84 per cent and 16 per cent respec- 
tively, thereby fixing the depreciated value of the prop- 
erty in Missouri, exclusive of other elements of value, 
at $18,900,000. There has also been compiled a state- 
ment dated Sept. 6, 1913, by Mr. Kealy and Mr. Ash 
showing that between May 31, 1912, and May 31, 1913, 
the receivers added to property value in Missouri $600,- 
000. It is the duty of the board of control to adjust 
these appraisal inventories before ninety days after 
the adoption of the ordinance so as not to increase or 
decrease the totals of the valuations as stated in the 
ordinance. It is agreed that when and as the physical 
property contained in the board of control’s adjusted 
principal inventory is renewed or replaced the dif- 
ference between the cost of renewal or replacement 
and the value of the property renewed or replaced shall 
be added to or deducted from capital value as such 
cost is greater or less than the value so fixed, unless 
paid for out of the surplus credited to the city or out 
of the city’s share of the surplus. 


DISPOSITION OF EARNINGS 


Out of the gross earnings each year there shall be 
paid: (1) All expenses of management and operation, 
including all expenditures necessary to maintain the 
property in first-class condition and provide first-class 
modern street car service, and all taxes, license fees or 
public charges and special assessments, including all 
public charges upon earnings or income. (2) To the 
company, 6 per cent per annum cumulative, payable 
semi-annually, upon the capital value. (38) All liabil- 
ities for injuries and damages, including claims to the 
city up to the time of the adoption of the contract, 
whether these accrued before, during or after the re- 
ceivership, shall be paid as a special operating expense, 
subordinate only to the payments stated in 1 and 2 
and prior to participation by the city or company. (4) 
The remainder of the earnings shall be credited to the 
city from time to time and shall be used by the com- 
pany to pay for extensions and additions to the prop- 
erty until $6,300,000 is so used. Such credits to the 
city shall be made upon the books of the company and 
evidenced by certificates delivered to the city comp- 
troller to the effect that the city is the owner of an 
equitable interest in the property of the company to 
the extent of the amount of surplus so used (stating 
the total amount thereof to date) subject to the com- 
pany’s right to capital value, the return thereon and 
participation as defined in the ordinance. No part of 
the same and no part of the value of any extensions or 
additions acquired by the use thereof shall be added 
to or become a part of capital value or be considered 
in payment of reduction thereof. (5) When the $6,300,- 
000 surplus income shall have been used, then and there- 
after the surplus income shall be paid two-thirds to 
the city and one-third to the company. The two-thirds 
belonging to the city shall be credited to it upon the 
books of the company and until the city ordains that 
the total or any part shall be used for other purposes 
it shall be used either to reduce and pay for capital or 
to the payment so far as it may be needed of the cost 
of additions and extensions to the property. 

The city reserves the right at any time after the 
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$6,300,000 shall have been paid—first, by ordinance to 
reduce fares and thereby diminish the amount of its 
share of surplus income, but not to exercise this right. 
so as to impair or reduce materially the amount of the 
company’s share below the amount the company would 
have received if the rate of fare had not been reduced; 
and second, by ordinance approved by the vote of the 
people to diréct that the whole or any part of the sur- 
plus income shall be used for any public purpose. When 
the city’s surplus is used to reduce capital value the 
method by which the reduction is made must be satis- 
factory to the city comptroller. When the surplus is 
used either to reduce capital value or to pay for ad- 
ditions and extensions it shall be taken to be an invest- 
ment by the city of so much money in the property 
toward the acquisition of title to the property, and to 
that extent the city shall be an owner of an equitable 
interest in the property subject to the company’s right 
to capital value, the return thereon and participation 
as defined in the ordinance. The capital value shall 
not to any extent be increased by reason of the use of 
the city’s surplus in additions or extensions. The 
amount of the city’s share of the surplus used for this 
purpose shall be considered for the purpose of deter- 
mining the time when the company’s right to par- 
ticipate in the earnings shall cease and the city’s right 
to possession of the property shall mature. As capital 
value is reduced, the 6 per cent return shall decrease 
in proportion. The rights of the company, its security 
holders and any others claiming any interest in the 
property shall be no greater than the right to be paid 
the capital value of the property from time to time, so 
that the city shall be equitably entitled to every part 
of the property subject only to the obligations against 
the same, including all extensions and additions, ex- 
cepting those specifically named in the ordinance to 
satisfy the capital value, returns thereon and the com- 
pany’s right of participation. 


MAINTENANCE, DEPRECIATION AND DAMAGES 


At the beginning of each fiscal year the board of 
control shall determine what percentages of the gross 
earnings shall be used for (a) maintenance, repairs, 
renewals and depreciation, and (b) for personal in- 
juries and property damage claims arising after the 
adoption of the contract. The amounts for mainte- 
nance, repairs, renewals and depreciation shall not be 
less than 16 per cent of the gross earnings of the pre- 
vious year, and that for damage claims not less than 
4 per cent. If the full percentages be not actually ex- 
pended in any year the balance shall be deposited and 
credited on any amount in excess of these percentages 
determined to be necessary to be set aside for the 
same purposes during the next or any preceding year. 
In the event that the city should purchase the property 


‘the accumulation for maintenance, repairs and depre- 


ciation shall be paid to the city. The reserve for dam- 
ages shall be applied to the payment of such claims 
and the balance if any shall be applied to the current 
liabilities of the company. The depositary may invest 
and loan the money so as to obtain a reasonable return 
of interest. The percentages fixed shall in no wise 
limit the obligation of the company to keep the prop- 
erty in first-class condition or pay just claims for 
damages. 


ACQUISITION OF PROPERTY BY CITY 


Whenever by the application of the city’s share of 
surplus to the reduction of capital value the capital 
value shall become equal to an amount not in excess of 
50 per cent of a sum made up of the capital value and 
the cost of extensions and additions, the city shall at 
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once become the owner of all the property of the com- 
pany in Jackson County, Mo., and entitled to possession 
thereof, subject only to a lien securing the payment 
of the balance unpaid of the capital value in Missouri. 
Whenever at any time by the application of the city’s 
interest in the surplus income to the reduction of 
the capital value and to the payment for extensions 
and additions to property and by payment by the 
city to the company of cash, the capital value shall 
be so reduced, or the actual value so increased, as 
that unpaid portion of the capital value shall not ex- 
ceed 50 per cent of the sum above mentioned, then if 
the city shall also pay to the company in cash the value 
of the remainder of its right to participation and the 
cost, if any, of redeeming before maturity such mort- 
gage bonds of the company as it may be necessary to 
redeem in order to accomplish the purpose, not ex- 
ceeding a premium of 3 per cent on the bonds to be so 
redeemed, the city shall thereupon become the owner 
of the property in Missouri and entitled to possession 
subject to a lien to secure the payment of the unpaid 
portion of the capital value and any mortgage securing 
the same or any part thereof. Whenever such capital 
value shall be reduced by any of the methods aforesaid 
to 50 per cent of the above sum, the company’s right 
to participation in the surplus shall cease and the en- 
tire surplus shall belong to the-city. 

The city may at any time pay for the entire capital 
value. If the city exercises this right prior to the time 
such capital value shall have been reduced by the meth- 
ods aforesaid to one-half of the sum, the city shall also 
pay to the company the value of the remainder of the 
company’s right to participate in the surplus income 
and also the cost of redeeming before maturity mort- 
gage bonds in order to accomplish the purpose, not ex- 
ceeding a premium of 3 per cent on the bonds to be re- 
deemed. In such event the company shall deliver to the 
city or its nominee such instructions as may vest the 
property to the city or its nominee, free of all liens ex- 
cept such as the city may. by ordinance authorize. If, 
however, before the company’s right to participation 
in the surplus income begins the city should pay in 
cash the entire capital value and also all sums due and a 
return thereon as well as the sums necessary to re- 
deem bonds, then there shall be no payment on account 
of the value of the right of participation, but in such 
event the city shall take the property only for mu- 
nicipal operation and ownership and shall continue to 
own and operate the property for five years thereafter. 
In the event that the city shall desire to sell the prop- 
erty or to grant the right to operate to another within 
this period of five years, then the city shall pay to the 
company the full value of the company’s right to par- 
ticipation in the surplus income. 


SALARIES 


The company shall pay to each of the members of 
the board of control the same salary for service not less 
than $6,000 or more than $10,000. Such salary shall be 
approved by the city directors. The company shall pay 
the arbiter such compensation as shall be fixed by the 
board of control and the arbiter in their award. The 
company shall pay its officers, agents, attorneys and di- 
rectors such compensation as will be commensurate 
with the services required of them, taking into con- 
sideration compensation of other corporations of sim- 
ilar character for like services. 

The company shall not discriminate either in favor 
of or against any person because of his or her affiliation 
with any labor organization. The city shall have the 
right, for municipal purposes only, without the pay- 


ELECTRIC RAILWAY JOURNAL 


115 


ment of any compensation to use the poles and con- 
duits of the company to carry signal, telephone, tele- 
graph and electric light wires and lamps of the city. 
The city shall not have the right to use such poles or 
conduits for the purpose of supplying power or light to 
private consumers in the event that it hereafter estab- 
lishes a municipal electric lighting plant. 

In the event that the city shall not have purchased 
the property at the expiration of the franchise the city 
shall have the right either to take over the property 
on payment of the unpaid portion of the capital value 
or to transfer the right to any person or corporation. 
If the city at or after the expiration of the franchise 
shall grant a right to another company to operate a 
street railway along streets and public places con- 
stituting a whole or a substantial part of the system of 
the company, the city shall require such new company 
to purchase and take over the property and pay there- 
for in cash. The city may require such new company 
to pay to the city an additional price and to perform 
other obligations. The expiration of the franchise shall 
not have the effect of terminating the mortgage indebt- 
edness existing against the property with the approval 
of the city. At the expiration of the franchise if the 
city has not purchased the property in its own right or 
by a licensee, the city may require the company to con- 
tinue to operate according to this contract, pending pur- 
chase or other arrangement. If no purchase or other 
arrangement shall be made, the company’s rights shall 
terminate and the city through its trustees shall take 
over the property subject to the unpaid portion of cap- 
ital value and operate it, but shall apply all surplus in- 
come to the payment of capital value and return there- 
on until its entire payment shall have been made. 


Meeting of Block Signal Committee of 
Illinois Electric Railways Association 


A meeting of the block signal committee of the [lli- 
nois Electric Railways Association was held at Chicago 
July 9. Those present were John Leisenring, chair- 
man; E. F. Gould, W. F. Carr, B. J. Fallon and L. E. 
Gould. Mr. Leisenring announced that President Budd 
had appointed L. E. Gould, western manager ELECTRIC 
RAILWAY JOURNAL, to membership on the committee. 

Several topics for consideration in forthcoming re- 
ports were considered. These topics included: ‘What 
Other Associations Are Doing in Signaling,” “Highway 
Crossing Protection,” “Automatic Signal Maintenance 
and Operation.” 

It was decided that the subject of highway crossing 
protection should be studied and a report should be 
made on this subject at the September meeting of the 
association. The consensus of opinion was that the 
problem of properly protecting highway crossings was 
of especial interest at this time and therefore would 
be valuable for early treatment. Individual members 
of the committee arranged to prepare data on different 
phases of the subject and will report to the chairman 
some time in August. The assignments made were: 
E. F. Gould, census of the bells in use by member com- 
panies; W. F. Carr, the history of the subject, the in- 
creased need and where and why; B. J. Fallon, types 
and costs of gate or watchman protection; L. E. Gould 
types and costs of crossing signals and pictures; John 
Leisenring, maintenance and operation. 


The South Melbourne (Victoria) Council has decided 
to construct an electric tramway system from Princes 
Bridge through South Melbourne to Middle Park at a 
cost of $311,680. . 
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Kansas City Metropolitan Franchise 
Campaign 

Some particulars in regard to the systematic method 
of conducting the street railway franchise campaign 
in Kansas City which resulted in extension of the fran- 
chise may be of interest. The election occurred July 7. 
In the campaign of 1909 when the question was sub- 
mitted to the electorate the company was defeated. 
This year it was decided desirable to learn if possible 
and tabulate in advance the opinions of the voters. In 
this work the registration lists of the city, the city 
directory, the telephone directories and the lists of 
employees were used. 

P. J. Kealy, in charge of the negotiations for the 
receivers of the road, and C. F. Cole, auditor for the 
Metropolitan Street Railway, held several conferences 
on this matter with the result that Mr. Cole devised a 
system for the listing of voters. It has been said since 
the election that this card system was responsible for 
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FIELD CARDS FOR FIRST REPORT FURNISHED TO EACH OF 
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the victory of the railway. Of course, the card system 
had the support of every employee of the company, in 
all nearly 4000, the assistance of every friend of the 
company and the approval of every high official who 
studied its working. 

The franchise measure, regardless of expressed opin- 
ions, could not be called a party issue, even though the 
draft was made under the Democratic administration. 
It was not safe to assume, therefore, that the measure 
would receive the Democratic majority in the previous 
mayoralty election. All parties had to be considered in 
taking the preliminary poll, hence the card system. 

At the outset Mr. Cole issued field cards to all em- 
ployees of the company with the request that they get 
a statement from friends and foes alike. No effort was 
to be made to convert a man but simply to secure a 
statement of the general sentiment existing among the 


Occupation 


Employed by Laid 


Reported 


Date, Class 


SPECIAL CARDS FOR CREDITING VOLUNTEERS WITH REPORTS 
SUBMITTED : 


voters. This field card had space for the name of 
the man interviewed, the interviewer, the place and 
class of employment of the man interviewed, a like 
space for the same information concerning the inter- 
viewer and space also for the expressed stand—“for,” 
“doubtful” or “against” the extension of the franchise. 
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This card was signed and turned in at the generai 
office and went to the auditing department to be cata- 
logued and filed. 

On reaching the office it was checked with the reg- 
istration list in order to eliminate any but legalized 
voters from the files. The files were arranged in sep- 
arate compartments for the three divisions of the 
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VOTER WITH RECORD OF REPORTS 
RECEIVED 


Address 4886 Ha 


CARD FOR INDIVIDUAL 


classes. When a voter was found to have registered 
from the wrong address an effort was made to ascertain 
the reason. Where he was found to have moved within 
the legal limit a note was made, and he was classed as 
‘not regularly registered.” When all points were sat- 
isfactorily settled, the information on the field card 
was transferred to the office card which gave the nami, 
residence, ward and precinct of the voter and his stand 
on the question. 

When a voter was found In the doubtful column an 
effort was made to learn the cause of his doubts, When 
this was learned, literature covering the points in doubt 
was mailed to him with a request that he make a call 
or write a letter on any point not entirely clear to him. 
This way of getting in personal touch with the voters 
had the effect of making them ask questions and become 
familiar with the measure themselves from new view- 
points. 

After the entire city had been visited by the men of 


Residence 


Employed at 
Reposted by 


4886 Haskell Ave. 
S40 Wall. BG ss 
M 


Occupation Salesman 
mae Doe < &CO6 


Assigned Emp._ 


Literature B-I Bes B-3 
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the company and the districts had been singled out, 
the auditor knew in which sections the sentiments 
were strongest “for” and “against” the measure so 
that he planned his campaign accordingly. Mr. Kealy 
announced to the opposition his willingness to answer 
questions or debate the measure at any time. She 
same men received booklets and leaflets covering the 
questions which had been raised in the opposing press, 
with the result that many votes were made even in the 
hotbeds of opposition. 

No voter was classified until a reliable statement 
had been received. Where one interviewer reported a 
voter ‘for’ the measure and another reported him 
“doubtful” or “against” it a tracer was always sent out 
to get the real stand of the voter. The cards were not 
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only classified alphabetically and by ward and precinct, 
but they were further classified under the head of em- 
ployment and employer. This was found to be a very 
successful plan, for in many cases where the voter had 
expressed no definite stand while the employer was 
friendly to the measure, co-operation was secured from 
the various commercial bodies which had endorsed the 
proposal. 

The cards also furnished a reliable record for the 
workers on election day in getting the vote out. As 
each field man had a daily report on every voter in his 
distriet reported “against” the measure he was able to 
keep up the work until the time the polls closed on 
election day. 
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The election was carried by the work of the field 
men backed by the aggressive methods of Mr. Kealy 
and his assistants. The fact that the opposition started 
its campaign long before the franchise draft was com- 
pleted left the railway and administration people with 
nothing to do but to refute the statements and get the 
information to the voters. This was brought about by 
having the questions most dwelt upon by the opposition 
printed in leaflets which explained the true meaning of 
each clause and showed the mistakes of the opposition. 
The employees of the Metropolitan Street Railway Com- 
pany started out to gather in 4000 votes and succeeded, 
while the campaign managers through the information 
furnished by Mr. Cole and his department converted 
the rest of the doubtful ones. 


We have information from another source that this party 
is not favorable to the franchise. 


Please talk with him again and confirm or correct your 


original report on enclosed card. 


LEAFLET SENT OUT WITH TRACER CARD 


On the Saturday preceding the election Mr. Cole esti- 
mated that the franchise would carry by more than 5000 
votes. More than 30,000 names were handled by Mr. 
Cole’s staff prior to the election. That his records were 
thorough was demonstrated by the fact that from some 


‘ wards more names were handled than there were voters 


in the municipal election in April. Shortly before the 
election Mr. Cole announced that of the voters can- 
vassed, 15,480 were for the franchise and 5134 against. 
He assumed that 10,000 of the 15,000 voters not heard 
from were against the measure, and that it would there- 
fore pass by a majority of 5346. The official count 
showed a majority of slightly more than 1000 above this 
figure. 
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Much has been said of the money spent in carrying 
the election, and some people in Kansas City are still 
crying that there was fraud on election day. Never- 
theless, the card lists in the auditing department show 
that the election was fought out and won before the 
polls were open on election day. The expense of the 
campaign, it is safe to say, was not as great as the 
expense of the 1909 campaign, when the measure went 
down to defeat because an organized effort was not 
made to get the information to the voters. This time 
the spellbinder was lacking on the street railway side 
of the question, but in his stead an engineer or the 
Mayor of the city was sent out to debate the question 
with any and all parties. Every invitation was ac- 
cepted by the campaign managers, and in no case was 
an opportunity lost to enlighten the voters. 


Street Railways in Germany 


The official statistics covering street railways of Ger- 
many for the year ending March 31, 1912, show a total 
of 283 systems, of which 194 are located in Prussia. 
This is an increase of fifteen in the number of railways. 
The total length of track was 4811.2 km (2983 miles), 
of which 3419.33 km (2120 miles) was in Prussia, an 
increase of 6.21 per cent. The largest railway is the 
Grosse Berliner Strassenbahn which, including subur- 
ban lines, operates a total of 353.6 km (219 miles). 
The 237 electrically operated roads had a total of 11,884 
motor cars, 20,723 passenger trailers, 987 freight cars 
and forty-six electric locomotives. The Grosse Berliner 
Strassenbahn, the largest system, operates 2786 cars 
with a total of 97,931 passenger capacity. 

The number of municipal lines has increased in Prus- 
sia from 120 to 132. The private systems now number 
136, an increase of two. The largest syndicate is the 
Allgemeine Lokal & Strassenbahn Gesellschaft, Berlin, 
which operates seven systems with a total of 141.1 km 
(87.5 miles). The total motor car mileage of all Ger- 
man street railways was 504,875,589 km (313,022,865 
miles) and train mileage 690,322,738 km (428,000,097 
miles). The number of passengers carried was 2,567,- 
155,295, an increase of 10.8 per cent. The freight 
handled amounted to 3,261,658 car km (2,022,228 car- 
miles) and 1,794,585 ton-km (1,112,642 metric-ton 
miles), an increase of 7.3 per cent. The earnings of the 
twenty-eight largest street railways varied from 4.6 pf. 
(111% cents) per passenger to 12.8 pf. (3.2 cents) per 
passenger. The last figure applies to both the Ham- 
burg street railway system and the Berlin rapid transit 
system. The Berlin surface railways, however, earned 
only 9.5 pf. (2.4 cents) per passenger. The earnings 
per mile on the Berlin rapid transit system were 403,511 
marks ($161,408) and on the Grosse Berliner Strassen- 
bahn 169,642 marks ($67,856). In both cases these 
figures were the maximum for rapid transit and surface 
operation respectively. In general the average earnings 
per mile increased 5.1 per cent. 

The operating expenses for all German street rail- 
ways amounted to 86.4 per cent of the earnings. Of 
the 170 street railways in Prussia, sixteen paid no divi- 
dends, three paid up to 1 per cent, thirteen up to 2 per 
cent, seventeen up to 3 per cent, twenty-six up to 4 per 
cent, nineteen up to 5 per cent, sixty-eight from 5 to 10 
per cent and eight more than 10 per cent. 

Hanover with 2.66 miles per 10,000 inhabitants has 
more street railway trackage for its population than 
any other city in Germany, but this includes a large 
amount of suburban mileage. The city next in line 
is Dresden, with 1.54 miles per 10,000 inhabitants. 
Dresden has the highest number of trips per inhabitant 
with 237.5 a year. Berlin has only 186.2 and Hamburg 
150.8 annual trips per inhabitant. 
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Pacific Claim Agents’ Association 


Abstracts of Papers Presented by Messrs. Bishop, Handlon, Boynton, Carson and Allen at the Pacific Claim 
Agents’ Association Convention Held in Spokane, Wash., July 9-11- 


The sixth annual convention of the Pacific Claim 
Agents’ Association was held at Spokane, Wash., on 
July 9, 10 and 11. Papers presented on topics dealing 
with the prevention of automobile accidents, the most 
effective methods for prosecuting fraudulent claims, co- 
operation between the operating and claim departments 
and the securing of statements from all injured parties 
are abstracted as follows. 


PREVENTION OF AUTOMOBILE ACCIDENTS 


BY S. A. BISHOP, GENERAL CLAIM AGENT PACIFIC ELECTRIC 
RAILWAY, LOS ANGELES, CAL. 


The prevention of automobile accidents has come to 
be almost as important as the elimination of war. 
Statistically we find that fatalities and injuries directly 
attributable to the operation of automobiles com- 
pare in number with the dead and injured through con- 
flicts between nations, and the dead and maimed in 
railway accidents. Many statisticians charge a railway 
with the death and injury of a number of persons rid- 
ing in an automobile with which a railway train col- 
lides on a road crossing. I predict the time will come 
when the circumstances of such accidents will be ex- 
amined to ascertain whether such casualities should be 
put in the railway or’in the automobile column. It is 
my contention that when a driver of an automobile 
brings about a catastrophe by undertaking to pass over 
a railway crossing at high speed at such close quarters 
to an approaching train that collision is inevitable, such 
accident is an automobile accident, and should not, in 
any sense, be charged to the transportation company 
whose train unfortunately came in collision with the 
machine. 

I cannot believe that any claim agent’s observation of 
automobile accidents has brought him to any other con- 
clusion than that, since the majority of such accidents 
are attributable not only to the negligence of the driver 
of the machine, but also to the concurrent failure on 
the part of each and every occupant of the machine to 
“look and listen,” the only possible remedy is such as 
may be devised to induce the drivers and occupants of 
automobiles to exercise ordinary care. Municipalities 
should pass stringent regulations. for the operation of 
automobiles, and the police department should, as in 
Los Angeles, stringently enforce the rules laid down. 
The county and state in turn have the same obligation 
to meet. Uniform laws should be promulgated and 
rigidly enforced to restrict speed within reasonable 
limits and to deter, if possible, the drivers of automo- 
biles from following their impulse, which is to go ahead 
and leave the other fellow, who may be in charge of 
another automobile, trolley car or railroad train, to slow 
down or stop to prevent an accident. 

There should be some test as to the fitness of the in- 
dividual to operate an automobile as well as an exami- 
nation to measure his efficiency as a driver. It is not 
unreasonable to require that all drivers of automobiles 
should have fair vision, be able to hear and be neither 
afflicted with the infirmities of age nor the reckless 
spirit of youth. There should be the further restric- 
tion that no person under the age of twenty-one years, 
or beyond the age of sixty years, be permitted to drive 
a machine. No transportation company could possibly 
eontemplate putting in charge of the operation of any 


car or train a man who had no previous experience and 
no knowledge of the mechanism of the car or engine, 
who had never been required to pass an examination as 
to hearing or sight, and who perhaps was less than six- 
teen years of age or older than seventy years of age. 
There is no reason why similar rules should not be 
made applicable to the automobile driver. 

Unless legislation can be had along the line indicated, 
automobile accidents will increase in proportion to the 
number of new cars manufactured and put into service. 


' At least two new and inexperienced drivers are required 


for every car turned out, since the owners and the sev- 
eral members of the families are all ambitious to take 
a turn at the wheel. The prevention of automobile acci- 
dents depends upon the individual driver of the auto- 
mobile, and unless he is fit to drive we shall probably 
fail to induce him to drive carefully. The only safe 
way is to make it more nearly possible by law to obtain 
an efficient driver, for an appeal to him to exercise ordi- 
nary care in operating his car ought to prevail. 

I venture the opinion that conditions will grow much 
worse and accidents more numerous before we may 
expect to secure the much-needed legislation. This will 
come only after the legislators are induced to act 
through the influence and weight of the opinion of the 
public at large. A majority of all of the people must 
be won over to a proper appreciation of the necessity 
for such laws, and each and all of us can do much to 
influence the opinion and the attitude of those with 
whom we come in contact. We should, therefore, make 
a concerted effort along these lines. 


THE MENACE OF THE AUTOMOBILE 


BY J. H. HANDLON, CLAIM AGENT UNITED RAILROADS OF 
SAN FRANCISCO, CAL. 


Automobile accidents are increasing in number so 
rapidly that to-day they are a source of much concern 
to the average claim agent. To illustrate: in 1909 the 
cars of the United Railroads of San Francisco were in- 
volved in only 388 collisions with automobiles. - In 1910 
there were 476 auto collisions; in 1911, 748; in 1912, 
1076, and in 1913, 1404. Accidents of this nature are not 
only costly, for they often involve injury to the occupants 
of the automobile as well as damage to the vehicle, but 
they are also annoying to adjust, because a dispute 
almost invariably arises as to the extent of the damage. 
The reason for this is that it is the practice of many 
repairmen thoroughly to overhaul the damaged vehicle 
while it is in their possession. They do not attempt to 
confine their work to the repairs made necessary by the 
accident. Usually the owner does not hesitate to pre- 
sent the entire bill, and he resents the suggestion that 
many of the items were not due to the collision. In 
case the claim is without merit and is therefore re- 
jected, a certain type of claimant, proud to advertise 


the fact that he is the possessor of an automobile, will 


go into the highways and byways, shouting bitter - 


words of condemnation against all corporations except 
those in which he is a stockholder. 

How can electric railways relieve themselves of 
this expense and annoyance? In my opinion state 
laws should be passed requiring automobile drivers to 
be not under twenty years of age and able to pass an 
examination of their eyesight and hearing as well as 


_that they cannot exceed a certain speed limit. 
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practical tests of their mental and physical fitness to 
operate an automobile. An instance is related where a 
chauffeur who was deaf thought that he was blowing 
a warning horn, when, as a matter of fact, the horn 
was out of order. He was not aware of that condition 
until his companion so informed him. Such a man 
should never have been granted permission to operate 
an automobile. 

Street railways, in the interest of safety and econ- 
omy, require platform men to be of a certain age, 
height and weight and able to pass a physical examina- 
tion, particularly as to their eyesight and hearing. 
One of the cities of the Pacific Coast has an ordinance 
prohibiting motormen from operating cars until they 
have had seven days’ training within the limits of the 
city, regardless of their previous experience. Yet 
street cars are operated on fixed tracks known to 
pedestrians and drivers of vehicles and are so geared 
On the 
other hand, automobiles, capable of traveling at a much 
higher speed than street cars, are permitted to roam 
the streets at the will of the driver. Surely, under these 
circumstances, rigid requirements should be exacted of 
the man who seeks a chauffeur’s license. 

Efforts should be made to co-operate with the local 
automobile association by having that body designate 
certain streets as main thoroughfares for automobiles, 
signs to be placed accordingly. The railway could then 
require its motormen to bring their cars to a full stop 
before crossing such streets. : 

Another means of securing the aid of the automobile 
association would be to prevail upon it to petition the 
city to appoint a hundred of its members as special 
officers. These special officers would be required to re- 
port to the secretary of the association all chauffeurs 
violating the speed ordinances. This officer could then 
notify the chief of police of all such offenses. In 
case the same person is reported for having exceeded 
the speed limit on three different occasions, the associa- 
tion could ask for a warrant for the arrest of the 
offender, and it would then become the duty of the 
attorney of the association to endeavor to secure a con- 
viction. A 

The advantages of such a method are apparent. The 
statement of the motorcycle police officer who makes the 
arrest is usually questioned by the offender, and the 
committing magistrate is in doubt as to how to pro- 
ceed. Influence is also brought to bear upon the judge 
and many speed maniacs are not punished. The moral 
influence of the association, however, would stiffen the 
backbone of the judge, and the member of the asso- 
ciation at fault would feel the burden of fighting his 
fellow members on an issue of this kind. 

Ordinarily, the chauffeur who is speeding his auto- 
mobile is watching for the approach of the motorcycle 
policeman and he reduces his speed the moment the 
officer enters his range of vision. With fellow mem- 
bers of the association on the lookout for such offenders, 
the lawbreaker would not be able to ascertain so read- 
ily the official capacity of the occupants of the automo- 
bile approaching him and for that reason he would 
hesitate to take a chance. A further advantage of such 
a scheme as this: A person driving an automobile can 
gage the speed of another automobile by his speedom- 
eter and he is, therefore, qualified to testify as an ex- 
pert witness. 

In Portland, Ore., the 100 special officers of the local 
automobile association have been so successful in elimi- 
nating speeding that the city has abandoned the use of 
the motorcycle policemen, and arrests for speed viola- 
tions rarely occur. 
association of that city prevailed upon one of the judges 


~ not to fine the offender but to penalize him by depriv- 
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ing him of the use of his automobile for a period of six 
weeks. It is understood that there is a law in New 
Jersey authorizing the arrest of the automobile. ‘fhe 
vehicle is then placed in a garage for such-a period as 
may be determined by the judge. At the expiration of 
the specified time the owner pays the garage expense 
and court costs and obtains possession of the automo- 
bile. Such punishment is felt very keenly by the auto- 
mobile owner and the results of temporarily depriving 
him of his automobile are very effective. 

Experience in investigating automobile accidents re- 
veals the fact that professional men who drive automo- 
biles are more careless than professional chauffeurs. 
The average professional man does not confine his en- 
tire attention to his duties as chauffeur but is often 
thinking of other matters. The professional chauffeur, 
however, realizes that his livelihood depends upon the 
automobile being operated safely and governs himself ac- 
cordingly. Physicians are the most careless drivers, 
and the situation is so acute in San Francisco that there 
is serious thought of designing for the desk of every 
physician in that city who drives an automobile some 
device which will be a gentle reminder to him that he 
must exercise ordinary prudence when acting as a 
chauffeur. 

It would seem advisable to place placards containing 
safety rules in every garage in the city where they 
could be easily read by each chauffeur as he is about to 
take charge of his automobile. These placards would 
serve as a timely suggestion and a daily warning of 
the dangers of the street. Lectures on “safety first” 
could also be given at the local automobile clubs. In 
one city in Texas several hundred letters were sent to 
automobile owners by the claim agent of the local street 
railway. Instances were cited where automobiles had 
violated the traffic rules. Of the 200 replies received 
but two or three persons took exceptions to the criti- 
cism. The others received the letters in good spirit. 


CO-OPERATION BETWEEN CLAIM AND OPER- 
ATING DEPARTMENTS IN SELECTING 
EMPLOYEES 


BY B. F. BOYNTON, CLAIM AGENT PORTLAND RAILWAY, 
LIGHT & POWER COMPANY, PORTLAND, ORE. 


The claim department can assist the operating de- 
partment in obtaining good and efficient employees by 
closely watching the accident reports, because a good, 
competent motorman or conductor always makes out 
an intelligent, comprehensive report when an accident 
occurs and furnishes the names of all available wit- 
nesses. Such men do not turn in reports like one re- 
cently received, in which the conductor wrote in the 
space provided for his statement, “I know nothing 
about the accident,’ and the motorman added, “The 
conductor’s report is correct.” The investigation of 
these reports shows not only the carefulness but also the 
average intelligence of the men who make out the re- 
ports. By carefully studying the good reports and the 
poor ones and furnishing the results of research to the 
superintendent, claim agents can greatly assist him in 
ascertaining what type of men he has under him. 

Furthermore, by examining the reports of investiga- 
tors who interview the witnesses to accidents, claim 
agents will find that the passengers are prone to state 
what they think of the trainmen who had the accident. 
For instance, a report was recently received to the 
effect that a motorman ran by a station so far that the 
rear end of the train passed an open cattleguard. The 
conductor gave the bells to back up to the platform, 
where the passengers were waiting. This the motor- 
man refused to do, compelling the passengers to walk 
down to the train. In so doing a lady fell through the 
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cattleguard and was slightly bruised. By informing 
the operating department of the attitude of this motor- 
man, the claim department proved at once that the com- 
pany had an employee who certainly did not belong on 
a street car at the present day. 

Trainmen at different times have altercations, quar- 
rels and fights with passengers. Reports of these are 
all made to the claim department on accident forms. 
This department should immediately notify the operat- 
ing department as to what has happened, and, when 
the investigation is completed, take the matter up again 
and show the result of the investigation. In this man- 
ner the operating department is enabled to eliminate 
those employees who lack a certain “mental and moral 
fitness.” 

A man may be a good operating man, and yet, when 
he has an accident for which he may be blameless and 
is put on the stand to testify, he may not have sufficient 
intelligence to tell the facts truthfully. A man of this 
type is very undesirable, for his mental powers may be 
so deficient that when the opposing attorney gets hold 
of him he may tell any story the attorney desires. In 
some instances the evidence given on the witness stand 
by a motorman or a conductor has meant the direct loss 
of the case when it should have been won. When a man 
of this type is discovered, the operating department 
should be notified at once in order that he may be 
eliminated from the ranks, for a man who has not suffi- 
cient intelligence to get on the stand and tell the truth 
should seek some other vocation than operating a street 
car. 

Trainmen should at all times be given the benefit of 
the doubt, but in all instances where the investigation 
shows, without any doubt, that a trainman is not pro- 
ficient and careful in the performance of his duties, such 
as the handling of his car, being courteous to the pub- 
lic and at all times making out his reports promptly and 
intelligently, he should be removed. The claim depart- 
ment can assist the operating department in making 
motormen and conductors more efficient by having the 
trainmen sent to them for instruction regarding acci- 
dents before the men are given charge of a car. Some 
representative from the claim department is_ better 
fitted to talk to the trainmen concerning the elimination 
of accidents than anyone else. A great many men are 
delinquent in looking after accidents simply because 
they have not received instruction from those qualified 
to give it. 

There are no two departments connected with a street 
railway that should be in closer touch than the claim 
department and the operating department, for without 
harmony and co-operation between these the key to suc- 
cess is lost. In a great many instances the claim de- 
partment and the operating department do not realize 
the close relationship between the two. Good, honest, 
efficient work by an intelligent claim agent greatly 
helps the operating man, and good, careful, competent 
work by the operating man and his staff minimizes the 
number of accidents and helps to reduce the claim 
man’s troubles. 

The day has come when a claim agent’s work does 
not stop at the mere settlement of claims. He must be 
a man of brains and possess sufficient tact to affiliate 
and work with the operating department in such a way 
as to eliminate accident hazards. This can be done in 
many ways through various educational. systems, such 
as lectures and talks, safety organizations, safety 
meetings, inspection trips, and meetings of different 
kinds where he mixes with the trainmen. Through 
these things he is leading, not driving—teaching the 
men in such a manner that they are receptive to what 
he has to say and thereby become more efficient and 
of greater value to their companies. 
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MOST EFFECTIVE METHODS FOR PROSECUT- 
ING FRAUDULENT CLAIMANTS 


BY HARRISON ALLEN, ATTORNEY, PORTLAND RAILWAY, 
LIGHT & POWER COMPANY, PORTLAND, ORE. 


All will agree that the prosecution of fraudulent 
claimants and professional witnesses presents a question 
of the greatest difficulty. The law provides ample rem- 
edy in statutes concerning perjury and subornation of 
perjury, but it is a well-known fact that few prosecu- 
tions have ever been instituted and fewer convictions 
had. This condition of affairs arises from two causes: 

First: The tendency of courts, prosecutors and lay- 
men to overlook the necessity of preserving the sanctity 
of the oath. 

Second: The application of the law to the evidence. 

The statutes generally provide that if any person 
takes an oath and then wilfully swears falsely in regard 
to any matter or thing concerning which the oath is 


required, such person shall be deemed guilty of per-~ 


jury. If any person shall procure another to commit 


' the crime of perjury he shall be deemed guilty of sub- 


ornation of perjury. 

In the treatment of damage claims many cases are 
encountered which are known to the public service claim 
agent and the attorney as “blind cases,’ concerning 
which no information has ever been received before the 
filing of the complaint in court. These cases, nine times 
out of ten, originate with the professional “ambulance 
chaser,” who in turn takes them to some attorney 
known to be a “safe and sane” suborner of perjury. 
The machinery for manufacturing evidence is then 


started and a physician is called in who will, for the 


contingent fee named, supply the necessary medical 
testimony. The result is that when the case is finally 
laid upon the table in the court room it seems to be 
almost perfect. 

To uncover this conspiracy is an extremely difficult 
feat. Conditions could be greatly improved, however, 
if the claim department of every public service corpora- 
tion would spend more time and money in running down 
the professional crooks engaged in this nefarious busi- 
ness. The Claim Agents’ Association and each public 
service corporation should announce it is proposed 
henceforth to spare no expense in bringing such parties 
to justice. 

Whenever a blind case is filed, steps should be at 
once taken to investigate the past life and character of 
the plaintiff and his present environment. An effort 
should also be made to discover the witnesses for the 
plaintiff, and when this is accomplished the witnesses 
should be given the same searching investigation as the 
plaintiff. An examination of the plaintiff by disinter- 
ested physicians should be promptly demanded, and if 
it can be discovered who the plaintiff’s physician is, he 
should be interviewed. If upon the trial of the action it 
reasonably appears to the claim agents and attorneys for 
defendant that false testimony has been given, the public 
service corporation should stand behind a vigorous 
prosecution of the offender, notwithstanding the fact 
that it will run the risk, in the event of acquittal, of 
being sued for damages for malicious prosecution. 

The attorney who handled the case for the plaintiff 
should be given a rigid investigation by the Bar Asso- 
ciation, whose rules and regulations in every state are 
ample to cope with the situation. The Bar should be 
given to understand that hereafter the attorney who 
devotes his time to chasing the ambulance and suborning 
perjury will be handled accordingly. The doctor should 
also receive attention at the hands of the Medical As- 
sociation upon charges duly preferred. 

‘Each of these steps, however, is fraught with diffi- 
culty. The claim agent and public service corporation 


, 


be impossible to convince a jury that it was procured 
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- are, for some reason or other, neglectful of this impor- 
tant matter. 


The attorneys who are members of the 
Bar Association and their grievance committees are too 
prone to give the brother attorney the best of it. The 
medical profession is one from which there can always 
be secured a doctor with a pliant conscience and an eye 
to the florescence of gold and silver. These knights of 
the itching palm are the cleverest of all, for they deal in 
a science most mysterious to the lawyer and layman. 

At present around Portland every person who is in- 
jured, and every plaintiff in the blind case of perjury, 
turns out to be afflicted with “traumatic neurasthenia.” 
This is the term applied to a nervous wreck. It is a 
safe estimate that within the past two years in nine- 
tenths of the complaints filed in the courts of Oregon 
by personal injury plaintiffs, it is claimed that the 
plaintiff is a nervous wreck. For this the doctors are 
at fault. 

It is said that every man in the world possesses some 
symptom of insanity, but no man is really crazy unless 
he possesses at least two or more. One well-known au- 
thority has also remarked that every physician at the 
time he commences the treatment of these blind cases of 
neurasthenia possesses at least one symptom of the com- 
plaint. When he has followed the business and loaned 
himself to the persecution of the public service corpora- 
tion for a sufficient period of time, he then possesses at 
least two symptoms, which make him a good witness. 
The only sure cure is to place him on the payroll of the 
public service corporation at a handsome yearly stipend. 


Another great difficulty in these cases is the trend of. 


court decisions in the application of the law to the evi- 
dence. For instance, it is generally held by the courts 
that while there are crimes of perjury and subornation 
of perjury, a conspiracy to commit either of the crimes 
is not a substantive offense, and therefore evidence of 
the conspiracy to commit the crime of perjury is not 
admissible. It is also held that proof that the defendant 
has made a statement outside of court contradicting the 
one given under oath, is not evidence of perjury. In an 
ordinary case, however, a witness may be impeached by 
testimony showing that he has made contradictory 
statements at other times and places. A search of the 
digests of Oregon, Washington and California shows 
that in the history of all three states the number of 
prosecutions for perjury has been very small and the 
acquittals 80 per cent. 


SECURING STATEMENTS FROM EVERY IN- 
JURED PERSON 


BY GEORGE CARSON, GENERAL CLAIM AGENT PUGET SOUND 
TRACTION, LIGHT & POWER COMPANY, SEATTLE, WASH. 


As a general rule, signed statements should be taken 


- from all persons who make claims or might reasonably 


be expected to make claims. There are exceptions, 
however, to this general rule. It is not at all advisable 
in cases where the injury is serious to rush immedi- 
ately after the accident to the injured person with a 
view of getting him to sign a statement. The two rea- 
sons for this are as follows: 

1. Should it be decided later that the case was one 
the company desired to settle, it would create a sus- 
picion in the mind of the claimant that the representa- 
tive of the claim department was making an effort to 
tie him up in some way for the purpose of defrauding 
him out of what might be justly due him. The result 
might be that the claimant would so mistrust the rep- 
resentative of the claim department that he would put 
his case into the hands of an attorney. 

2. A statement obtained under those conditions would 
not be of any value in court in case of suit. It would 
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in good faith by the claim department representative. 
In fact, the use of such a statement obtained under such 
conditions would, in a trial be a positive detriment to 
the defense. In all probability the jury would punish 
the company for such a method of procedure by assess- 
ing large damages. 

It is well, however, for the representative of the 
claim department to call on the injured man soon after 
the accident for the purpose of sympathizing with him 
and assuring him that the company will deal fairly 
with him. Of course, during the interview, the repre- 
sentative of the company should carefully note what the 
injured party says with reference to how the accident 
occurred, how long he has been a resident of the city, 
where he formerly resided and how long, whether he 
had received any other injury or made a claim against 
any other company, etc. This, however, should be done 
skilfully, so as to avoid antagonizing the injured person. 
When the injury is not serious, and the claimant calls 
at the office or sends for someone from the claim de- 
partment to visit him, a written signed statement 
should always be obtained. In all such cases, however, 
the claimant should be made to understand thoroughly 
the purport of what he has signed and, if convenient, 
a witness to the signature should be obtained. 

The value of a statement from a claimant lies par- 
ticularly in the lead it gives to the claim and legal de- 
partments in the event the claimant is disposed to be 
unfair and suit results. There is another phase of this 
matter, however, which is often discussed, namely, 
What effect will the calling on the injured party by a 
representative of the claim department have upon him 
with regard to leading him to present a claim which he 
would not have presented if the call had not been made? 
In other words, does such a call suggest the idea of 
damages to the mind of the claimant? There seems 
nothing in this. The fact that the representative of the 
claim department calls on a party injured in an acci- 
dent does not call for the payment of money unless the 
company feels justified in so doing. Furthermore, it is 
quite certain that before the time expires in which 
the injured party can sue, he will learn that he has a 
proper claim against the company, if such should actu- 
ally be the case. 


Virginia Commission Report 

The eleventh annual report of the State Corporation 
Commission of Virginia for the calendar year 1913 is 
devoted in the main to the following: Formal orders 
and opinions of the commission, charters, amendments, 
mergers and revivals of charters, assessments of prop- 
erty and franchises of public service corporations, and 
classifications and rates for steam railroads, express 
companies and telegraph companies. In an appendix 
separately bound there are given reports and statistics 
of canals, steam and electric railways and other corpo- 
rate companies for the fiscal year ended June 30, 1913. 
The total value of the physical property, exclusive of 
franchise values, of electric railways as assessed by the 
commission in 1913 was $8,903,055. The total State 
tax assessed against electric railways was $81,002. The 
gross transportation receipts on the steam and electric 
railroads in the State for 1913 amounted to $68,121,265, 
as compared to $60,642,118 for 1912. The total mile- 
age of electric railways for 1913 was 639.98, an in- 
crease of 135.95 miles over 1912. The commission 
states that it believes “that most of the public service 
corporations of the State are discharging their duties 
to the public with reasonable diligence, and that while 
complaints continue to be numerous not many of them 
are serious in character and general conditions are 
good.” 
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Co-operative Plan in Philadelphia 


Abstract of Statement Made by T. E. Mitten Before Commission on Industrial Relations—Origin of Plan— 


Successful Results of Co-operative Committee 


An extended account of the history and results of the 
co-operative plan in Philadelphia was recently made by 
T. E. Mitten, chairman of the executive committee 
Philadelphia Rapid Transit Company, before the United 
States Commission on Industrial Relations. Mr. Mit- 
ten explained that this plan was born of necessity after 
the extensive strikes of 1909 and 1910 on the Philadel- 
phia Rapid Transit System. These strikes resulted in 
great loss on both sides, bitterness of feeling and de- 
moralization of the service. In this emergency, E. T. 
Stotesbury was prevailed upon to assume, as a Civic 
duty, the responsibility for the policy and business man- 
agement of the company. The financing necessary to 
the buying of new cars and the general. rehabilitation 
of the property having been accomplished, the new man- 
agement undertook to build up during the five years 
following June, 1911, an adequate system of surface 
transportation. 


CO-OPERATIVE PLAN 


At that time the motormen and conductors were re- 
ceiving in wages, pensions and death benefits approxi- 
mately 21.8 per cent of the gross receipts. The man- 
agement was convinced that by the introduction of 
larger cars and improved operating methods this per- 
centage of gross receipts could be made to produce much 
higher wages to the motormen and conductors, pro- 
vided co-operation and team work could be established 
between the men and the management. Accordingly, 
the co-operative plan was devised, whereby 22 per cent 
of the gross passenger receipts were set aside in a 
separate fund for use in payment of wages, pensions 
and death benefits to the motormen and conductors en- 
gaged in the passenger service. Furthermore, a co- 
operative committee composed of representatives of the 
men and the management was established for the con- 
sideration of ways and means for satisfying the public 
and the employees. 


ORGANIZED LABOR 


At the incoming of the Stotesbury management 
about one-half of the motormen and conductors were 
affiliated with the Amalgamated Association of Street 
& Electric Railway Employees of America, the re- 
mainder being divided between the local Keystone union 
and those not affiliated with any organization. The 
company stated in the co-operatve plan booklet (issued 
in August, 1911) that the management could not take a 
position either for or against organized labor. More- 
over, while it could not require any of its men to belong 
to a labor organization it could, if as large a majority 
as two-thirds of its men desired that a contract be 
made with a labor organization, pay from the 22 per 
cent fund the sum of the dues of every man. A vote 
on this plan was taken on Nov. 2, 1911, and of the 6944 
men qualified to vote, 4276 voted in favor of making a 
contract with the Amalgamated Association and 2366 
voted in the negative, the affirmative vote being 353 
short of the required two-thirds. Immediately after 
this vote a rupture occurred in the Amalgamated As- 
sociation, the result being that those who had voted in 
favor of a contract became more or less evenly divided, 
some remaining as members of the Amalgamated As- 
sociation, while others followed the leadership of C. O. 
Pratt. No one faction had a sufficient number to repre- 


sent 25 per cent of the whole, while those who wore no 
union buttons whatever approximated 40 per cent. — 
In July, 1913, the motormen and conductors again 
had opportunity to vote by secret ballot upon the ques- 
tion of continuing the co-operative plan with the men 
as individuals. The result was, that of the 6805 men 
qualified to vote 43820 were in favor of so continuing 
the plan, as compared to 2028 votes in the negative. 


CO-OPERATIVE COMMITTEE 


The co-operative plan of August, 1911, provided for 
a co-operative committee composed of a representative 
motorman or conductor from each division, the man- 
agement being represented by the superintendent of 
each division, together with the superintendent of 
transportation or his representative. At first, the di- 
vision superintendents were instructed to select a rep- 
resentative motorman and conductor from each depot 
without regard to their factional affiliations. In April, 
1912, each motorman and conductor had an opportun- 
ity to suggest the name of a motorman or conductor to 
represent his depot as a member of the co-operative, 
committee. More than 87 per cent of the men so ex- 
pressed their preference. While the original plan was 
to have only one motorman or conductor representing 
each depot, it was decided, following this election, that 
the co-operative committee would include two repre- 
sentatives from each depot, the candidate receiving the 
highest vote to be known as committeeman No. 1, and 
the candidate receiving the second highest vote to be 
known as committeeman No. 2. This afforded direct 
representation not only to the majority at each depot 
but also to the largest minority. In June, 1913, the 
plan was adopted of voting for co-operative committee- 
men by means of a voting machine, thus insuring a 
secret ballot. There was also established a vote com- 
mittee consisting of three motormen or conductors, 
members of the co-operative committee, no one of whom 
shall be a representative of the depot at which the vote 
is taken. The vate committee counts and certifies to 
the returns. 

To be eligible as a co-operative committeeman, the 
candidate must have been in the service for two years 
or more and assigned to a regular run. The power of 
recall is in the hands of the motormen and conductors, 
in that every twelve to fourteen months the committee- 
men must stand for re-election. The committee now 
includes twenty-eight motormen and conductors repre- 
senting the fourteen operating depots. At the election 
of these men, approximately 95 per cent of all the 
motormen and conductors voted, the present members 
having received nearly 80 per cent of the total votes 
cast. 


RESULTS OF PLAN 


The co-operative plan has now been in effect for three 
years and the results have been excellent. It is gener- 
ally conceded that the public is receiving a much more 
adequate service than formerly and that there has been 
an equal improvement in the courteous treatment re- 
ceived by the public at the hands of the motormen and 
conductors. The number of complaints received at the 
office have shown an 80 per cent decrease during the 
last three years. 

Although nearly 20 per cent more passengers are 
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carried to-day than at. the time immediately preceding 
the inauguration of the co-operative plan, the number 
of accidents has been decreased 25 per cent and the 
number of fatal accidents has been decreased more 
than 35 per cent. While a part of this improvement is 
due to better and safer cars, there has also been a 
great improvement in the human agency and care. 


INCREASED WAGES 


More than 47 per cent of the employees are now re- 
ceiving the maximum wage of 30 cents per hour, as 
shown by Table I. 


TABLE I—Showing Comparative Rates of Wages for Motormen 
and Conductors for 1911 and 1914 and Also Employees 
Divided as to Time of Service 


Per Cent Rate of Wages Per Cent 


of Total, of Wage 

1914 1914 1911 Increase 
INGEN dUTP TS eo 5.42 25 cents 22 cents 13.6 
After one year’s service..... 7.04 26 cents 23 cents 13.0 
After two years’ service..... 10.09 27 cents 23 cents 17.4 
After three years’ service... 14.34 28 cents 23 cents ZEST 
After four years’ service.... 15.70 29 cents 23 cents 25.1 
After five years’ service..... 47.41 30 cents 23 cents 30.4 

I RGLE he She epi ORC ae eee 100.00 28.83* 22.8* 26.4* 


*Average 


INSURANCE AND BENEFITS 


A co-operative beneficial association was established 
in November, 1912. The company formerly provided 
meeting room, light, heat, janitor service, printing and 
stationery for all independent sick and death benefit 
associations having membership among its employees. 
These associations, however, were found to be too lim- 
ited in their scope to cover the entire force of em- 
ployees. Furthermore, a large portion of their mem- 
bership was composed of ex-employees. The company 
therefore suggested the formation of this co-operative 
beneficial association to include the employees of «ali 
departments. In lieu of the assistance formerly ex- 
tended to the independent associations the company 
now contributes to the new association an amount equal 
to the entrance fees and dues paid in each month by 
the men, and it bears the expense of the management 
of the association. 

This association provides sick benefits of $1 per day 
for 100 days following the first week’s illness and a 
death benefit of $150. The entrance fee is 50 cents, 
with monthly dues of 25 cents. In addition to sick and 
death benefits the association also offers a co-operative 
buying plan, whereby members are enabled to make a 
saving of 8 per cent in the purchase of the necessaries 
of life. Membership is open to all male and female em- 
ployees between the ages of 18 and 45 years, after a 
service of three months. Of the 10,000 eligible em- 
ployees in all departments 9013 are now members. 
Whether or not employees elect to become members of 
this organization and enjoy its advantages rests solely 
with themselves. All are given to understand that any 
decision they may make does not affect their rights or 
standing with the company. 

The benefits paid by the association since its organi- 
zation include 99 death benefits for $14,155.65 and 1859 
sick benefits for $50,740, or a total to May 31, 1914, of 
$64,895.65. Such benefits are in addition to the gen- 
eral insurance and pension plan, established in January, 
1910, under which $500 is paid at the death to the 
actual dependents of any employee who has been in the 
service for two years and earns less than $200 a month. 
This plan also provides to employees who at the age of 
sixty-five years have completed twenty-five years of 
continuous service, a pension of $20 per month for the 
remainder of their lives. The benefits and pensions 
paid since the establishment of this insurance and pen- 
sion plan have been as follows: 383 death benefits for 
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$189,771.75, and 96 pensions for $48,375.35, or a total 
to May 31, 1914, of $238,147.10. 


UNIFORMS 


By the efforts of the co-operative committee, the 
motormen and conductors are now securing a higher 
grade of uniform at a lower price. The uniforms are 
purchased direct from two wholesale houses under con- 
tracts approved by the co-operative committee at the 
following prices: 


Stock or Made to 


€ Ready Made Measure 
Without label (non-union). .s..4-.nees ase $11.75 $22.75 
2.25 gS as 


Wath taibele (MM OT— TWEE). ck)c os dx tegen cutkiee  e 


DISCIPLINE AND DISCHARGES 


The basic principle of discipline under the co-opera- 
tive plan is that the penalty for the infraction of any 
rule shall be no more severe than is found by experi- 
ence to be necessary to insure proper service to the 
public and the maintenance of proper discipline. The 
old practice of discharging men as a punishment and 
thereafter reinstating them through the influence of 
others irrespective of the merits of their cases is not 
now permitted. Under the co-operative plan, discharge 
is used only as a last resort, the co-operative commit- 
teemen being most effective in preventing the discharge 
of motormen and conductors by advising them to mend 
their ways. and by assisting in presenting all the facts 
to the superintendent of transportation in order to in- 
sure a thorough understanding of the true merits of 
the case before final action is taken. 

The best evidence that the co-operative method of 
discipline is most effective is found in the decreased 
number of men discharged. In 1911, 1635 men were 
dismissed, or one in every five; in 1912, 855 were dis- 
missed, or one out of eight; in 1913, 536 were dis- 
missed, or one out of every twelve; in 1914, 334 were 
dismissed, or one out of twenty. Furthermore, there 
is a smaller number of men now resigning from the 
service. In 1911, 1390 men resigned; in 1912, 913; in 
1913, 956 and in 1914, 387. 


HOURS OF SERVICE 


The management first determines the number of cars 
required adequately to serve the public at different 
hours of the day. If the total car hours required upon 
the street are divided so that there is the least possible 
wastage then the highest possible wage per hour has 
been accomplished. As the men are, therefore, inter- 
ested in avoiding any wasting of their 22 per cent fund 
and also in dividing the hours of service to suit their 
own desires, the actual make-up of the runs and hours 
of service performed can be and actually is left to the 
decision of the men. 

Upon the recommendation of the co-operative com- 
mittee, the basis for the car schedules is that regular 
runs shall constitute from nine to eleven hours of serv- 
ice, all to be completed within a maximum of fourteen 
consecutive hours. The former practice provided for 
spreading runs over fifteen or more consecutive hours. 
Deviation from the foregoing rule is permitted only 
when the men so request. If the actual time for the 
run is below nine hours (Sunday time-tables excepted) 
the man is paid for nine full hours. 

During the past three years under the co-operative 
plan the total seating capacity provided during the rush 
hours on all surface lines has been increased 50 per 
cent. 

The results of the co-operative plan may perhaps be 
summed up in the conclusion that the increased effici- 
ency of management, methods and men, due to co- 
operative effort, works directly to the advantage of the 
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public in improved service and to the men in increased 
wages and improved working conditions. 

After the completion of Mr. Mitten’s testimony, H. 
G. Tulley, superintendent of transportation, was called 
as a witness to explain the character of the runs. He 
said that 23 per cent of all the runs are early straights; 
34 per cent, late straights; 39 per cent, early swings, 
and 4 per cent, late swings. The runs are chosen by 
the men in the order of their depot seniority. The pro- 
portion of extra men to regular men is about 25 per 
cent. 

M. F. Hughes, member of the co-operative commit- 
tee and motorman from the Jackson Depot; Robert M. 
Kernaghan, conductor from the Frankford Depot, and 
John H. Collins, a senior conductor, testified that the 
co-operative plan as a whole has worked greatly to the 
advantage of the men. Thomas Kirrane, ex-conductor, 
and C. O. Pratt and William B. Fitzgerald, non-em- 
ployees, also testified before the commission and criti- 
cised the co-operative plan. 


Ethics of a Franchise 


An official of H. M. Byllesby & Co. recently listed 
what he deemed the principal obligations of both par- 
ties to a franchise. As printed in one of the Chicago 
daily papers under the heading given above, they were 
as follows: 


OBLIGATIONS OF A UTILITY COMPANY 


1. Rendering of good, adequate and continuous serv- 
ice. 

2. Fair and reasonable rate schedules. 

3. No discrimination among customers of the same 
class, nor between classes of customers for like service. 

4, Extension of service into all populated sections of 
the municipality and suburbs. 

5. Earnest endeavor to market the greatest possible 
volume of service. 

6. Adoption of approved inventions and developments 
in machinery and apparatus. 

7. Sound financial management. 

8. A high standard of physical excellence. 

9. Public spirited attitude in all matters concerning 
the general welfare and advancement of the community. 

10. Broad and liberal business administration. 

11. Keeping faith with the people in all agreements, 
promises and announcements. 

12. Strict obedience to law and no participation in 
politics. 


OBLIGATIONS OF THE PUBLIC 


1. The same degree of confidence, encouragement and 
respect that one business man accords to another. 

2. Willingness to permit a fair profit on the capital, 
energy, ability and risks embodied in the undertaking, 
to permit a profit greater than mere interest, which 
could be obtained without effort or hazard. 

8. Disregard of attacks by popularity seeking agitat- 
ors. 

4. Willingness to recognize and reward improve- 
ments in service. 

5. Recognition of the fact that the operation of utili- 
ties differs fundamentally from merchandising or 
manufacturing. 

6. Reasonableness in demanding large capital out- 
lays for improvements not strictly necessary to the 
rendering of adequate service, such as placing wires 
underground in cities of small size. 

7. To make prompt payment of bills. 

8. Protection against direct competition. All author- 
ities agree that public utilities can be conducted with 
greatest benefit to the public as controlled monopolies. 
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9. Careful consideration of legislation which would 
hamper and curtail the development of utilities. 

10. Recognition of the fact that, starting from a 
given base line, which varies in different localities, re- 
duction in rates can be obtained without financial loss 
only by increasing the volume of service sold. 

11. Recognition that no utility can well serve a mu- 
nicipality if not in prosperous condition and able to 
obtain the investment of new’ capital on favorable 
terms. 

12. Treatment of all questions affecting public utili- 
ties in a fair-minded way, looking upon them as busi- 
ness questions without regard to politics. 


New England Street Railway Club 
Entertained at Bangor 


The most successful outing in the history of the New 
England Street Railway Club was held at Bangor, Me., 
on July 14 and 15, about 150 members being the guests 
of John R. Graham, president of the Bangor Railway & 
Electric Company. The main party left Boston on the 
13th, and upon arrival at Bangor was conveyed by a re- 
ception committee to the Conduskeag Canoe Club, where 
a chicken breakfast was served. Following an inspec- 
tion of the local offices and plants of the company spe- 
cial cars were taken to the Graham farm in East Cor- 
inth, an electrically operated gravel excavator being ex- 
amined en route. A Dutch lunch was served at 1 
o’clock, and informal addresses were made by Governor 
Haines of Maine, Col. Frederick H. Parkhurst and 
Mayor John Q. Utterback of Bangor. Governor Haines 
referred in glowing terms to the work of Mr. Graham in 
the Pine Tree State, saying that the host of the occa- 
sion is the greatest asset of eastern Maine. Colonel 
Parkhurst said that Mr. Graham is doing more to build 
up Bangor than any other man, and the chief executive 
of that city praised the ability with which the company’s 
lines have been laid out to meet the public convenience, 
assuring his hearers of his co-operation in relation to 
further extensions. After the lunch the party enjoyed 
a baseball game which was won by the “Operators” from 
the “Supplies.” Later in the afternoon races, shot put- 
ting, a tug-of-war and other sports were held. 

At 5.30 p. m. the party took special cars for Riverside 
Park, and in addition to the regular performance sched- 
uled at the local theater, a banquet was held, at which 
Harry B. Ivers, of Boston, Mass., was toastmaster, the 
speakers being J. E. Dozier, Lynn, Mass.; Mayor Utter- 
back; Hon. J. A. Peters, M. C.; President C. F. Bragg, 
of the Bangor Chamber of Commerce; C. E. Elwell, con- 
sulting engineer of the Connecticut Public Utilities 
Commission; Gen. Joseph Smith, Bangor; C. M. Stew- 
art, Bangor; C. C. Peirce, Boston, and John T. Con- 
way, president of the New England Street Railway 
Club. Among the guests were also Governor Haines 
and Railroad Commissioners F. Kiezer and George F. 
Giddings of Maine. Great enthusiasm was aroused by 
the presentation to Mr. Graham by President Conway 
on behalf of the club of a handsome silver service. In 
his response, Mr. Graham expressed his appreciation of 
the gift, and after sketching the development of the 


_electric railway system under his administration, con- 


cluded with brief comments upon the car earnings on 
some of the lines, which, he said, exceeded those on 
Washington Street, Boston, when figured on a car-hour 
basis. The speaker said he had had many opportunities | 
to leave Bangor at'a greatly increased financial return, 
but that he had cast in his lot with the city and pro- 
posed to remain as long as permitted. On Wednesday 
morning the party enjoyed a 90-mile automobile ride - 
and boarded the steamer for Boston at Bucksport on the 
Penobscot River. 


JULY 18, 1914.] 


ELECTRIC RAILWAY JOURNAL 


125 


American Association News 


Summer Has Not Diminished the Activities in the Several Divisions of Association Work, as is Evidenced by 
the Notes of Committee Meetings and Developing Plans Printed Below. 


CAMPAIGN FOR MEMBERSHIP 


Some of the details of the campaign for new members 
which the American Association has been conducting 
recently were made public this week through the New 
York headquarters of the association. The plan is ex- 
plained in the following letter sent to member com- 
panies and signed by L. S. Storrs, chairman of the com- 
mittee on company sections and individual membership: 

“The officers of this association feel that its individ- 
ual membership is one of its great sources of strength 
and influence. Every individual that can be impressed 


American Electric Railway Association 


Opportunity Knocks— 
Let Him In! 


The Electric Railway Industry Needs Efficient 
Men—Education Means Efficiency! 


Membership in the American Electric Railway 
Association Means Education! 


IT MEANS ALSO 
A chance to make yourself a BETTER RAILWAY MAN 
A chance to ACQUIRE KNOWLEDGE along the lines of your calling 
Association with the BRIGHTEST MINDS in your business 


It Will Help You to Help Yourself! 
The Association Needs YOU—YOU Need the Association 


Individual Members Are Entitled To: 


BOUND VOLUMES of the proceedings of the Association with 
which you affiliate. {There are special organizations for Claims 
Men, Accountants, Engiseers and Traffic and Transportation Men) 
AERA, a monthly magazine, which not only keeps you in touch with 
Association affairs, but. which informs you as to the most 
approved methods and practice in your field and through which 
the best men in the business answer your perplexing questions. 
PARTICIPATION in the discussions at the Annual Convention, which 
1s a liberal education of itself. 
THE PRIVILEGE of weanng the Association badge, which desig- 
nates you as a member of and a worker in an organization repre- 
senting an industry which is doing as much for the advancement 
of the country as any single industry in existence. 


The dues are $5.00, The benefits can’t be calculated in dollars and cents 


Mr, —______________, of your Company, has literature which explains more in detail the work 
and the meaning of the Association. He has application blanks as well. Ask him for information 


POSTER ISSUED FOR DISTRIBUTION AMONG MEMBER 
COMPANIES 


_with the association’s viewpoint in matters affecting 


the problems of the industry is a force acting towards 
the creation of better public relations. 

“Every individual who can be brought under asso- 
ciation influence receives an education that increases 
his value to his company and himself. An increase in 
individual members means for the association an in- 
crease in strength and influence. The association is 
far behind its sister organization, the National Electric 
Light Association, in the number of its individual mem- 
bers, and an earnest effort is being made to secure 


recruits. 


“We solicit your assistance in this work, and with 
that end in view are sending you under separate cover 
several copies of a poster, which we would ask you to 


have displayed in conspicuous places so as to reach the 
men whom you think may be secured as individual 
members. 

“In addition, we would ask you to designate some 
officer of your company to have charge of the pamphlets 
and application blanks which we are sending you, and 
who has sufficient interest in the association to answer 
such questions as may be asked. The name of such 
officer should be filled in on the blank space in the 
poster. 

“I feel sure that your realization of the possibilities 
of association work and the good which is bound to 
come from an earnest, enthusiastic membership will 
lead you to assist us in the matter.” 

The poster to which Mr. Storrs refers is reproduced 
herewith. It is printed in two colors on a sheet 21 in. 
x 14 in. 


TRANSPORTATION COMMITTEE 


The following members of the transportation com- 
mittee to have charge of special trains to the Atlantic 
City convention and of getting a good attendance there 
have been announced by J. K. Choate, master of trans- 
portation: 

New England: H. E. Reynolds, Boston; H. C. Page, 
Worcester; M. S. W. Dingwall, Presque Isle; Charles 
C. Peirce, Boston; C. R. Edwards, Boston; W. A. Farns- 
worth, Boston; Charles N. Wood, Boston; Warren L. 
Boyer, Springfield; R. F. Gammons, West Newton. 

New York State (exclusive of New York City): 
James F. Hamilton, Albany; E. J. Dickson, Buffalo; 
F. H. Hill, Elmira; James B. Strong, Rockland County ; 
Charles R. Robinson, Buffalo; J. A. McIntyre, Albany; 
W. D. Brewster, Buffalo. 

New York City: J. S. Doyle, New York; George 
Keegan, New York; William Siebert, Brooklyn; J. W. 
Brown, Newark, N. J.; H. W. Griffin, New York; Roy 
V.. Collins, New York; C. G. Chamberlin, New York; 
Henry Lee, New York; C. B. Keyes, New York; A. G. 
Kingman, New York; E. R. Mason, New York; John 
Baird, New York; W. W. Storms, New York; Arthur 
Varian, New York. 

Philadelphia and vicinity: H. J. Crowley, Philadel- 
phia; J. L. Adams, Upper Darby; R. C. McCloy, Phila- 
delphia; S. J. Cotsworth, Philadelphia; M. Alpern, 
Philadelphia; H. C. Bayard, Philadelphia; John Dickey, 
Philadelphia; William B. Goodall, Philadelphia. 

Middle Atlantic States (Delaware, Maryland, Vir- 
ginia and District of Columbia): T. W. Wilson, Wil- 
mington; T. C. Cherry, Annapolis; D. S. Carll, Wash- 
ington; J. N. Shannahan, Hampton; W. A. Woolford, 
Baltimore; Robert Burgess, Atlanta; H. H. Seabrook, 
Baltimore; S. K. Colby, Baltimore. 

Central States (Indiana, Ohio, Michigan and western 
Pennsylvania): Dana Stevens, Cincinnati; G. K. Jeff- 
ries, Indianapolis; A. D. B. Van Zandt, Detroit; P. N. 
Jones, Pittsburgh; A. L. Johnson, Cincinnati; James 
H. Drew, Indianapolis; L. J. Drake, Indianapolis; D. H. 
Ackerson, Cincinnati; Ross Forward, Cleveland; W. 
McKay White, Indianapolis. 

Chicago, northern Illinois and Wisconsin: G. T. 
Seely, Chicago; Leonard A. Busby, Chicago; H. E. 
Chubbuck, Peoria; R. B. Stearns, Milwaukee; C. N. 
Wilcoxon, Michigan City; H. J. Kenfield, Chicago; S. P. 
McGough, Chicago; John Benham, Chicago; L. E. 
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Gould, Chicago; L. EK. Morier, Chicago; B. E. Bushnell, 
Chicago; Charles D. Jenks, Chicago. 

North Central States (northwest Minnesota, North 
and South Dakota and Iowa): A. M. Robertson, Min- 
neapolis; F. M. Mills, Sioux Falls; Thomas Roycraft, 
Grand Forks; E. L. Kirk, Sioux City; R. A. Swain, 
Minneapolis; W. D. McDonald, Minneapolis. 

St. Louis and Kansas City and southern Illinois: 
Bruce Cameron, St. Louis; J. M. Egan, Kansas City; 
L. C. Haynes, East St. Louis; Scott H. Blewett, St. 
Louis; O. W. Uthoff, St. Louis; W. K. Norris, St. Louis; 
E. B. Meissner, St. Louis; E. J. Clark, St. Louis; H. C. 
Avis, St. Louis. 

Southeastern States: Hardy. Croom, Jacksonville; 
R. W. Spofford, Augusta; J. H. Sottile, Charleston; 
E. H. Ginn, Atlanta; G..H. Thomas, Chattahoochee; 
A. H. Sisson, High Point. 

Southwestern States (Texas, Oklahoma, Arkansas 
and Louisiana): C. J. Griffith, Little Rock; David Daly, 
Houston; M. S. Sloan, New Orleans; R. D. Long, Mus- 
kogee; B. Willard, New Orleans; A. V. Handcock, Okla- 
homa City; C. W. Hobson, Dallas. 

Western States (Utah, Colorado, Nebraska and Kan- 
sas): Simon Bamberger, Ogden; C. B. Wells, Denver; 
R. A. Leussler, Omaha; William A. Satterlee, Pitts- 
burg; P. A. Hedendahl, Denver; H. C. Glaze, Denver; 
Wilson A. Austin, Omaha; Melvin D. Wells, Salt Lake 
City. 

California: John A. Britton, San Francisco; A. W. 
McLimont, Oakland; J. McMillan, Los Angeles; Thomas 
Finigan, San Francisco; W. E. Amman, San Francisco; 
A. V. Thompson, San Francisco; H. S. Clark, San Fran- 
cisco; Philip Dibert, San Francisco. 

Northwestern States: F. W. Hild, Portland; George 
W. Rounds, Tacoma; A. M. Wilson, Portland. 

Canada: R. J. Fleming, Toronto; A. Gaboury, Mon- 
treal; Acton Burroughs, Toronto; Richard Russell, 
Toronto. 


COMMITTEE ON EDUCATION 


The committee on education recently arranged with 
a well-known correspondence school to outline a set of 
courses for men in the several branches of electric rail- 
way work. Since that time the faculty of the school 
has been studying the requirements of men in this field 
and has completed a preliminary draft of the courses. 
This will be submitted to a sub-committee of the com- 
mittee on education within a few days, to the entire 
committee soon thereafter and to the appropriate com- 
mittees of the engineering association in due course. 

The committee on. education is also planning to se- 
cure a large attendance of representatives of. technical 
schools at the convention with a view to interesting 
them and promoting a closer relation between them and 
the industry. 


MEETING OF PASSENGER TRAFFIC 
COMMITTEE 


The second and final meeting of the passenger traffic 
committee of the American Electric Railway Trans- 
portation & Traffic Association was held at the Hollen- 
den Hotel, Cleveland, on July 10. Those in attendance 
were E. E. Soules, Illinois Traction System, Peoria, 
chairman; C. R. Gowen, New York State Railways; 
Richard Breckenridge, Aurora, Elgin & Chicago Rail- 
road, and J. A. Greenland, Fort Wayne & Northern 
Indiana Traction Company. 

A considerable part of the report, as already stated 
in these columns, will deal with the subject of motor 
buses and the trackless trolley system. The data com- 
piled on this part of the report were gone over in detail 
by the committee. It will show, among other things, 
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that there are forty-four motor bus companies in opera- 
tion at the present time in the United States and that 
many others are contemplated. The committee has 
been successful in securing data on the cost of opera- 
tion and the gross and net revenue of some of these 
lines, and every effort will be made to amplify this 
information so far as other motor bus companies are 
concerned before the report is filed for publication. 
The report will also contain a discussion of the duties 
and functions of the traffic manager under the follow- 
ing headings: Development of new business; distribu- 


{t 


tion of traffic, especially at times of peak loads, and 


improvements in public relations. 


MANUFACTURERS’ ASSOCIATION ACTIVITIES 


As a result of a meeting of the executive committee 
of the American Electric Railway Manufacturers’ Asso- 
ciation held on July 10, application blanks have been 
sent out to each manufacturer who has chosen exhibit 
space for the A. E. R. A. convention at Atlantic City 
next autumn, showing the official assignment of space 
for that particular manufacturer, as decided upon by 
the assignment committee. The committee has given 
considerable time to the individual applications and has 
tried to give each exhibitor as nearly what was asked 
for as conditions would permit. As the association is 
anxious to fulfil all of its contracts, it asks as a special 
favor that each exhibitor have the bill inclosed with 
his application blank passed for payment at once. The 
exhibit committee also makes a special request that 
nothing in connection with the exhibit shall be ordered 
from anyone except on the blanks which it will issue 
from time to time. H. G. McConnaughy, secretary of 
the Manufacturers’ Association, will be glad to give 
personal advice to exhibitors who require such. The 
prospects are unusually good for a large attendance 
and exhibit, as shown by the fact that more space has 
been assigned this year than last year up to this time. 

The membership committee has been doing good work 
in enlisting new members for the association. Com- 


panies which joined the association during the week — 


ending July 14 are: the Brookfield Glass Company, New 
York; Independent Pneumatic Tool Company, Chicago; 
Federal Signal Company, New York; Universal Trolley 
Wheel Company, Northampton, Mass.; Sattley Manu- 
facturing Company, Detroit, Mich.; Universal Car & 
Manufacturing Company, New York. 

Plans have been considered for the appointment of a 
finance committee, and the members of this committee 
will probably be selected within two weeks. 


The entertainment committee held its first meeting 


on July 10, at which tentative entertainment plans for 
the convention were discussed. The full list of this 
committee will be made public soon. An attractive 
program is promised. 

An interesting incident of the development of the 
exhibit arrangement is a message received by Mr. 
McConnaughy by Marconi wireless from the Electro- 
Magnetic Brake Company, of London, England. The 
inquiry is for space and rates, and the method used in 


urgent interest on the part of the prospective exhibitor. 


The Manhattan City & Interurban Railway, Man- 
hattan, Kan., is deviating from its policy to carry only 
passengers, and is now hauling wheat in that section. 
Arrangements have been made by the farmers with 
officers of the railway whereby the latter will place 
freight cars at switches along the road. The farmers 
will do the delivering and loading and the railway will 


- sending for information indicates progressiveness and . 


run the loaded cars to Eureka Springs, where connec- 


tion will be made with the Union Pacific. 
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The Kansas City Franchise 


NrEw York, July 11, 1914. 
To the Editors: ; 

The Kansas City street railway settlement franchise, 
approved at the polls on July 7, easily takes a place 
with the Chicago settlement ordinances of 1907, the 
Cleveland settlement of 1910, and the New York sub- 
way contracts of 1913, in the novelty of its provisions 
and in the significance it may have in the development 
of public policy for the adjustment of the troubled re- 
lations between great cities and street railway corpora- 
tions. Personally I was strongly opposed to the Kan- 
sas City franchise as I was to the New York subway 
contracts, for the reason that in my judgment both 
settlements carried the guaranty of the private invest- 
ment to the point of practical certainty without secur- 
ing to the cities the full measure of concessions which 
should be given as the price of such guaranties. 

There is a general agreement, I believe, among the 
thoughtful students of public utility problems that the 
character of public utility investments in the United 
States should be changed and is being changed from 
speculative to non-speculative. I have gone so far as 
to say that it is almost as much of a disgrace to a city 
to have its public service corporations in receivers’ 
hands as it would be for the city to default on its own 
bonds. For some years I have been advocating the 
theory that public utility investments should approxi- 
mate municipal bonds in safety. I have done this as a 
conservative but firm believer in ultimate municipal 
ownership of street utilities, as well as from a recog- 
nition of the fundamental public importance of effi- 
cient and adequate service continuously rendered by 
modern and highly-maintained public utility plants. I 
even go so far as to say that cities ought to assume for 
the future the ultimate risk of public utility investments 
in so far as such risk is due to the possibility of exist- 
ing structures becoming obsolete through the develop- 
ment of the arts and changes in the conditions of the 
service. Of course, I maintain that in return for mak- 
ing the investment safe and the annual interest pay- 
ments and the ultimate return of the principal certain, 
the city ought to get very important advantages. From 
the standpoint of the cost of capital, these advantages 
ought to approximate the advantages of municipal own- 
ership. 

The street railway interests eagerly embrace the 
doctrine of a safe investment and of a guaranteed re- 
turn upon it, but the safer the investment and the 
surer the annual return, the less they are inclined to 
favor the ultimate withdrawal. of their capital through 
the process of amortization or otherwise. They are 
glad to accept the advantages of the proposed program 
but are loath to pay the price that may be reasonably 
expected of them. The companies balk at two points. 

In the first place, the existing investment has to be 
measured and recognized as a sort of financial base or 
starting point for the readjusted financial relations of 
the future. The companies, even when operating under 
limited franchises, and even though their investments 
when made were highly speculative in character, seek 
to have included in the valuation of their existing prop- 
erty all of the money which may have been put in dur- 
ing the past, even though some of it was lost long ago. 
In other words, they take the position that in making 
a new deal the city should assume past risks as well as 
future risks, and include lost investments in one form 
or another in recognized capital value. On the other 
hand, if the enterprise has been profitable, that fact is 
‘ not admitted to be a reason for assuming that the 
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money invested in superseded property has been with- 
drawn from capital account, but rather is put forward 
as a reason for a further swelling of the recognized in- 
vestment. Whether they have won or lost under the 
speculative conditions of the past, they ask the city to 
pay for it. 

In the second place, the companies are generally 
unwilling te accept a rate of return hammered down 
to the point that the security of the investment will 
warrant. They cling to an element of speculation. 
They fail to distinguish between the return which cap- 
ital as such demands on a safe investment from the 
speculative profits of promoters and reorganizers and 
from the profit-sharing regarded as necessary to induce 
men, not as investors, but as administrators, to do 
their best in the management of the property and the 
operation of the business. 

It is at these two points that the greatest struggle 
inevitably comes in a readjustment of franchise rela- 
tions like that which has been going on in Kansas City 
during the past two or three years. At these points 
there is a sheer conflict of interests, and how the re- 
spective parties fare will depend upon how well they 
are represented in the bargaining. It seems to me that 
in the final settlement of the Kansas City difficulties 
the company drove so hard a bargain and so success- 
fully outmaneuvered the city as to make the contract 
distinctly disadvantageous from the public point of 
view. ) 

The chief reasons why I believe that the Kansas City 
settlement is an improvident contract from the city’s 
standpoint are the following: 

1. The recognized capital value is too large, as it 
makes good the company’s past losses. While the $30,- 
000,000 valuation agreed upon does not cover nominally 
the entire amount of superseded and lost investments, 
or the entire amount of the speculative value of the 
unexpired portion of the life of the old franchise, the 
allowance of a 6 per cent preferential return instead of 
5 per cent, as allowed in Chicago, makes the gross value 
of the securities to be issued substantially $36,000,000, 
as against a present physical value of about $23,000,000. 
What was left out in fixing the nominal valuation was 
put into the rate of return and the company’s right of 
participation in the profits. 

2. The forfeiture clause is a joke. It provides for 
pensioning the company at three-quarters salary as a 
result of wilful violation of contract proved in court 
and then persisted in, although the entire capital value, 
whether represented by stocks or bonds, and the 6 per 
cent preferential thereon, are left untouched by the 
forfeiture. 

3. The extension clauses are totally inadequate. The 
minimum requirement, in regard to which the city is 
given authority to act, is less than the company would 
naturally build of its own volition if the city grows as 
is expected, and on other extensions by the company 
the impossible condition is imposed that they must be 
foreseen by the Board of Control to be fully self-sup- 
porting as extensions, paying full expenses of operation 
plus 6 per cent on cost. This is a wrong principle as 
to extensions, and if the city grows as rapidly as is 
anticipated, this franchise is bound to leave the city as 
powerless as it is now to secure adequate extensions 
from the company. 

4. The system of dual control provided is without 
precedent and violates every principle of efficient busi- 
ness management. LHither the city’s share in the con- 
trol will be a mere pretense or else the scheme will lead 
to perpetual wrangles and inefficiency. The provision 
for calling in an arbiter to settle disputes is not prop- 
erly worked out, and is altogether too cumbersome as 
a means of settling an infinite succession of differences, 
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including both petty and important differences. This 
applies specifically to the Board of Control. The 


scheme for minority city directors on the company’s 
board is crude and illogical. These directors are only 
remotely responsible to the city, as they are to be 
named by judges whose constituency extends to more 
than one-third of the State of Missouri with a popula- 
tion of which only one-fifth is in Kansas City. This 
joint directorate scheme overlooks almost entirely the 
permanent and inevitable antagonism of interest be- 
tween the city and the company. The scheme destroys 
even the theory of public control and turns the whole 
business into a partnership for profit. 

5. The franchise violates one of the most funda- 
mental rules of law, accounting and public morality in 
making personal injury claims subordinate to the pay- 
ment of a cumulative 6 per cent return.on capital value. 
That the cost of accidents should be separated from 
operating expenses and put after capital charges in the 
disposition of the gross earnings is atrocious. 

6. The franchise provides for the gradual inflation 
of capital value in connection with renewals to the 
extent of the present accrued depreciation of the prop- 
erty. As appraised by Mr. Arnold, the property was 
found to be about 79 per cent as good as new. Every- 
body knows that diligent maintenance and prompt re- 
newals of worn-out or obsolete parts will never bring 
the property as a whole much, if any, above this aver- 
age. ‘And so, if 21 per cent of the replacement value 
of the renewed plant, substituted piecemeal for the de- 
preciated plant with the result merely of maintaining 
present depreciated values, is added to capital account, 
it will represent the, injection of just so much more 
water into capital value. 

7. The franchise, while holding out the promise of 
municipal ownership, confuses the issue by dangling 
the bait of lower fares before the people’s eyes. Upon 


analysis it is found that the utmost reduction of fares - 


possible under the terms of the ordinance, assuming 
that the estimates agreed upon by the engineers prove 
to be correct, is a bare 1% cent off the 5-cent fare, and 
the effect of even that reduction would be to stop the 
process of amortization and thus prolong the company’s 
right of participation, thereby adding millions of dol- 
lars to the purchase price of the property in case the 
city should desire to take it over the very next day 
after fares have been reduced. 

8. The city was not in a position where it was neces- 
sary’ to settle on unfavorable terms. The old franchise 
still had eleven years to run and was in general satis- 
factory to the city. Though certain extensions were 
needed, the system as a whole was overbuilt, according 
to Mr. Arnold, and still a moderate amount of exten- 
Sions could be demanded each year under the old con- 
tract. The street car controversy was nothing but an 
insistence on the company’s part that the city should 
pull the company’s financial chestnuts out of the fire. 
The company practically refused to live up to its fran- 
thise contracts, saying that it was financially unable 
to do so. 

The new Kansas City franchise is complex, without 
being carefully worked out in detail. It is experi- 
mental to the point of being chimerical. It is full of 
lapses from sound reason and just bargaining, which, 
whether intentional or not, have the effect of “jokers” 
against the city’s interest. It is vague and apparently 
inconsistent in some of its important provisions. It is 
a theoretical hodge-podge through which runs only a 
single thread of certainty, namely, the assumption by 
the city of the company’s past losses and the guaranty 
by the city that the investors shall not lose in the 
future. Excellent things for the company—and how 
cheap they proved to be! DELOosS F. WILCOX. 
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The A. S. T. M. Axle-Steel Specifications 


AMERICAN ELECTRIC RAILWAY ENGINEERING ASSOCIA- 
TION 


WASHINGTON, D. C., July 18, 1914. 
To the Editors: 


The minority report of the representatives of the 
American Electric Railway Engineering Association in 
committee A-1 of the American Society for Testing 
Materials, quoted on page 75 of your issue of July 11, 
states very completely the attitude of that association 
toward the proposed revision of the “standard specifi- 
cations for steel forgings for heat-treated axles, shafts 
and similar objects.” This report gives our associa- 
tion’s objections to the proposed changes in physical 
requirements of heat-treated motor-car axles and needs 
particularly as the discussion 
has brought out no conclusive reply to their argu- 
ments. The statement that the existing standard speci- 
fications are not practicable from a manufacturing 
standpoint is not borne out by the fact that these 
specifications have been actually in use by a number 
of purchasers for several years. 

The principal objection of the A. E. R. E, A. to the 
action of the A. S. T. M. is that the latter practically 
ignored our association’s representatives in the con- 
sideration of this matter. The A. S. T. M. is an asso- 
ciation composed of both manufacturers and consum- 
ers. In so far as the specifications in question refer 
to electric motor-car axles our representatives were the 
only consumers’ representatives on the sub-committee, 
and any revision of a specification for motor-car axles 
made against their protest seems to us inconsistent. 
Our representative’s motion to so amend the title of the 
proposed revised specification that motor-car axles and 
armature shafts would not be included, gave the com- 
mittee an opportunity to have the proposed change apply 
to all parts in which other consumers were interested, 
but this motion was lost. Moreover, these particular 
specifications were drawn and proposed by the A. E. 
R. E. A. and adopted after: two years’ deliberation, 
which included consideration by a joint committee of 
our association and the A. 8. T. M. 

The A. E. R. E. A. has always recognized the great 
value of co-operative work with the manufacturers’ 
and with other associations which might be interested 
in any particular work its committees had under 
way, and it has accomplished much useful work of this 
character. Our rules for the adoption of standards 
and recommendations provide, among other things, that 
the manufacturing and commercial interests involved 
must be taken into consideration and this principle has 
been followed invariably. The action of the A. S. T. 
M. in revising, against our protest, a specification cov- 
ering material used almost exclusively by electric rail- 
ways, which had been jointly considered and approved 
and which had been in satisfactory use for several 
years, must unquestionably retard any co-operative 
work between the two societies and probably makes 
necessary a change in our methods of procedure in con- 
nection with such work. J. H. HANNA, President. 


Frank Hedley, vice-president of the Interborough 
Rapid Transit Company, New York, has written in re- 


sponse to a request from Charities Commissioner — 


Kingsbury of New York to offer free transportation 
during the summer to and from Van Cortlandt Park to 
the women, and to children under fourteen years of 
age, of such charitable organizations as are recognized 
This privilege will be 
granted on Tuesdays, Wednesdays, Thursdays and Fri- 
days, but not on holidays. 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 


Practices in Every Department of Electric Railroading 


(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


Load Dispatching System of the Columbus 


Railway, Power & Light Company 


BY HAROLD W. CLAPP, GENERAL SUPERINTENDENT COLUM- 
BUS RAILWAY, POWER & LIGHT COMPANY 


The electric energy for operation of the railway sys- 
tem and for supplying the numerous power and light 
customers of the Columbus Railway, Power & Light 
Company, is furnished by a system of six power sta- 
tions, ranging in size from 250 kw to 14,350 kw rated 
capacity. Current for the railway is generated at 575 
volts, and for power and light at 4150 volts, while some 
direct current is furnished at 220 volts on the Edison 
three-wire system for lighting the central district of 
the city. The Spring Street station is the largest and 
contains four a.c. turbo-generators rated at 11,000 kw 
and four engine-driven d.c. units rated at 3350 kw. 
The second largest station has four 220-volt d.c. 
engine-driven units with a total rating of 2560 kw. 
The next station in size contains one turbine-driven and 
three engine-driven alternators, with a total rating of 
2100 kw. Located at these stations are seven motor- 
generator sets varying in size from 300 kw to 750 kw 
capacity; while six other motor-generator sets and four 
rotary converters are located at points on the system 
convenient for proper distribution of energy. The other 


three stations are very small and are seldom used ex- 
cept in periods of very heavy loads in the winter sea- 
son or in case of serious breakdown in the larger 
stations. 

Ail the power stations and substations are tied to- 
gether by transmission lines, both high and low ten- 
sion, in such a manner as to make an outage on the 
lines for more than a very few minutes an unknown 
thing under all ordinary conditions. 

The Spring Street station, containing the largest 
units, is the most economical to operate, and the rule 
is followed of carrying all the load possible on this 
one station. At times, on Sundays and during the latter 
part of the night, for instance, the load decreases to 
such a point that it is possible to cut out the prime 
movers in the second largest—the 220-volt—station 
and carry its load on its motor-generators from the 
alternators at the Spring Street station. The load for- 
merly carried by the third largest station, which is 
also used in winter as a water-heating plant, is handled 
during the summer season by Spring Street. 

Owing to the fact that the generating equipment was 
so widely scattered, and that the nature of the sery- 
ice required was so exacting, it was deemed advisable to 
place the responsibility for its proper handling in the 
hands of a load dispatcher. Consequently, a load dis- 
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patching system was recently placed in operation 
which, it is firmly believed, will result in an increased 
reliability and the production of further economies in 
general power station load handling over the old meth- 
ods. An office adjacent to the second largest station 
was fitted up with maps, telephones, recording baro- 
graph, recording electrical instruments and other neces- 
sary equipment for the dispatchers to supervise the 
load dispatching properly and from which to make out 
detailed daily reports covering their operations. They 


are kept advised from time to time through the day, © 


by each station, of the amount of load carried and are 
given a daily report of the generators in service and 
their current output, from which the load curve for the 
day is made. Typewritten reports up to 6 a. m. must 
be in the hands of the superintendent of power by 9.30 
a. m. The practice is followed of noting cases of 
trouble and fire alarms, received over private line, on 
these reports in red. This office is also supplied with 
daily and monthly forecasts of the weather conditions. 
Wireless antenne are now being installed to give ad- 
vice of approaching thunder storms. 

A separate telephone system connects the dispatch- 
ers direct with all power stations and all substations 
except two, the latter being reached through the gen- 
eral office operator. The telephone system is so ar- 
ranged that the load dispatcher may hold a telephone 
conference with the switchboard operators at all sta- 
tions. This has already proved a very valuable adjunct 
as a time saver in connection with certain phases of 
daily procedure in the handling of the dispatching 
system. 

The three load dispatchers, who work on eight-hour 
shifts, are switchboard operators of about ten years’ 
experience. They have received several months of ad- 
ditional preparation for this work by being transferred 
from station to station in order to become familiar with 
the load conditions of each. 


ELECTRIC RAILWAY JOURNAL 


The view of the load dispatcher’s office shows at the 
left a graphic outline of the power station and substa- 
tion system, giving the manner in which stations are 
tied together. The next three boards give maps of the 
city, showing the distributing lines, both railway and 
power and light. With this information visibly at hand 
on the boards, the load dispatcher. keeps directly in 
touch with the changes made at the different stations. 
In case of trouble on any of the lines, his maps indi- 


4 


cate at once how he can get around such difficulties - 


with the use of certain line switches and still make it 
possible to furnish current with the least possible in- 
terruption of service. 

The No. 1 board shows the power generating system, 
each power station and substation being indicated by 
a large circle. The different tie lines between stations 


-are indicated by lines drawn upon the board in the 
proper color, and line switches are shown by small 


spring buttons, which can be turned as occasion de- 
mands to indicate whether the line is in or out of serv- 
ice. There are sufficient tie lines between stations so 
that in case of trouble on any line service may still 
be furnished by using another line. Within the large 


circle and indicated by smaller circles, are shown each — 


of the generators, motor-generators, rotaries, boosters 
or batteries in that station. Close to these smaller 
circles are placed lamps under different colored lenses, 
the colors indicating the class of current delivered. 
Railway current, for instance, is shown by a green 
lens, and alternating current for power and light by a 
red lens, other colors being used to show rotaries, boost- 
ers, etc. At the outer edge of the dispatcher’s desk is 
placed a double row of push button switches which are 
connected to the lamps on the board; when he orders a 
certain generator placed on the line, he simply touches 
the proper button in the bottom row for that machine 
and its lamp is lighted. When this machine is cut 
out of service, he presses the top button and the light 
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is put out; the lighted lamps giving the number of 
machines in service and the kind of current each is de- 
livering. 

The second board shows the a.c. system, giving the 
station-to-station tie lines and all primary lines, 
whether one, two or three phase; no secondary lines are 
shown. The power stations, substations and the larg- 
est consumers are also located on this board. This 
board is used for following up troubles which may 


arise from time to time and gives the dispatcher a 


graphic outline of the means which have been provided 
to supply current at such cases. 

The line department is required to co-operate fully 
with the dispatchers in handling cases of trouble aris- 
ing from storms or otherwise, and must also work in 
conjunction with them in the proper handling of cur- 
rent while new installations are being made. The load 
‘dispatching system has proved its worth several times 
this summer during lightning and wind storms, for the 
reason that it has brought the dispatchers and line de- 
partment closely in touch with each other. 

The No. 8 board outlines the trolley and feeder sys- 
tem, showing in one color the railway feeders and in 
another color the double and single trolley lines. This 
board also locates section insulators, and is intended 
to be used in case of trouble on the lines, helping the 


dispatcher at such times to devise a method of supply-. 


ing current sufficient to operate the cars. 

The No. 4 board shows the underground system in 
the central district of the city. All manholes and junc- 
tion boxes are located, while the underground and over- 
head feeders and distributing lines are shown by lines. 

A great many calculations are made with the Bur- 
roughs adding machine shown in one of the views. 
Seven more of these machines are used in other depart- 
ments, some of them being equipped with special fea- 
tures other than for straight addition. 

Before the load dispatching system was placed in 
operation, the heavy peaks in the load were handled by 
the running engineers at the different stations as each 
saw fit, subject at times to the approval of the super- 
intendent of power, advice of changes made being given 
from one to another by telephone. In emergencies, or 
in cases of breakdown especially, this system has often 
proved ineffective, occasionally resulting in confusion at 
a time when machines should have been replaced on the 
line promptly. This has now been avoided by making 
one man, the load dispatcher, responsible for getting 
the machines on or off the line. The load dispatcher 
knows the steam consumption of each of the steam 
units, and in most cases he can so order the plan of 
operation that certain units may be used in preference 
to those which otherwise might be operated at a 
greater expense. The great economy resulting from 
the use of the load dispatching system comes from this 
fact—the dispatcher can formulate in advance meth- 
ods of handling the average daily load, using at all 
times possible those machines which are the most eco- 
nomical in steam consumption. In times of trouble the 
experience which he accumulates from day to day in 
handling the system makes his movements decisive and 
rapid, the whole tending toward a non-interruption of 
service plus economical generation of energy—“Never- 
Failing Service” being the final goal to be attained. 


Plans have practically been completed for construct- 
ing an electric railway from Riga to Assern, a summer 
resort on the Gulf of Riga. The new line will be 19 
miles in length. It will probably be built and operated 
under the same management as the Riga Street Rail- 
ways (Aktien-Gesellschaft der Rigaer Strassenbahnen, 
Alexanderstrasse 171, Riga, Russia.) 


ELECTRIC RAILWAY JOURNAL 


131 


Peculiar Derailments in Street Railway 
Special Work 


BY R. P. WILLIAMS, INSPECTOR OF SPECIAL WORK BROOK- 
LYN RAPID TRANSIT SYSTEM 


The cause of every derailment should be traced and 
determined. Common safety demands this, but it is by 
no means easy always to determine the cause. Too 
often the record of a derailment reads: “Car No. —-— 
derailed at (location). Trucks examined found 
O. K. Track examined: Gage and line O. Kee OX, 
“Switches examined, found good to gage and line; 
cause of derailment unknown.” This is the beginning 
of a dangerous element, and no one knows what bad 
results may follow. 

Switch splitting, the most dangerous form of de- 
railment, has been overcome in a large measure by the 
use of the “anti-straddler,” but instances occur when 
switches equipped with the best of these devices are 
split. Suppose a mate is wide gage at the “toe.” In 
this case the car wheel on straight run enters the mate 
groove, bearing heavily against the guard side of the 
same. Now as the tongue directly opposite this point 
is usually higher than the curve rail, the wheel will 
sometimes grip the tongue and pull it toward the mate, 
thus allowing the following truck or even the rear 
wheel of the same truck to enter the curve. A narrow 
gage wheel will often produce a split in the same man- 
ner. The cause here is easily determined by making a 


‘thorough examination of the truck and the gage of the 


switch. 

An interesting case occurred at one of our busiest 
points where traffic conditions are such that cars must 
keep moving regardless of the- position of the other 
car, and where only extreme watchfulness prevents ac- 
cident in case of derailment. Derailments (by split- 
ting of the switch) were at first confined to one car. 
While this car was found in perfect condition, it was 
transferred to another line. The switch though quite 
worn was still capable of good service, and the gage at 
the heel and point was perfect. Trouble began again 
with another car of the same series. An examination 
showed the wheels to be new and in perfect gage. It 
was then thought that since the surface wear caused 
high guards on the switch, the filling of all the guard 
room in the switch and mate by the new wheels would 
cause enough side pull to open the tongue. Accordingly 
the guards were ground to normal height. As the de- 
railments still continued, a fine line was drawn from the 
point to the heel of the mate. This showed that while 
the toe and heel of the mate were in perfect gage, the 
heel of the mate plate was almost 14 in. wide gage. 
Although the groove at the mate point was full width 
according to standard, a measurement from the fine line 
to the guard side only showed 1 in., thus giving the 
same effect as though the mate was wide gage. The 
guard side of the mate groove was then ground and the 
derailments ceased. 

Another case was that of a maximum traction truck 
with the pony wheels leading. All manner of investi- 
gation showed the existence of proper conditions. It 
was observed, however, that the derailments occurred 
about the same time every day. A watch was set, and 
we found that under a very heavy load the car body 
would sag sufficiently to allow a bolt projecting from a 
platform beam to,strike the truck frame just as the 
wheel was taking the switch. When after a second de- 
railment at a certain location an examination shows no 
cause for the trouble, the transfer of the car to another 
line makes it very hard to locate the cause of isolated 
cases. A good slogan for the careful operator of elec- 
tric railways would be: Find the cause of the derail- 
ment at all costs. 
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Home-Made Pinion Pullers of Adjustable 
and Non-Adjustable Type 


BY F. J. FOOTE, MASTER MECHANIC THE OHIO ELECTRIC 
RAILWAY 


Among the home-made devices in our Columbus shops 
are two types of pinion pullers. One halftone shows 
our adjustable puller as used to pull a pinion off of a 
GE-73 motor shaft, while the drawing shows a rough 
outline of the device. The puller is fastened firmly to 
the floor at some point where it can be conveniently 
reached by a crane. The screw is heavy and is pro- 
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ADJUSTABLE PINION PULLER 


vided with a swivel point. The jaws of this puller are 
adjustable so that pinions of various sizes can be 
pulled off simply by pulling the pins that hold the jaws 
to the yoke. The jaws can be removed to place them in 
closer to the screw; the jaws are then in position to 
pull smaller pinions. 

A much simpler pinion puller also used by us is 
shown in the second half-tone. This consists of a 


HOME-MADE PINION PULLER, ADJUSTABLE FOR ALL SIZES 
OF PINIONS 


if 
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SIMPLIFIED PINION PULLER, BUT GOOD FOR ONLY ONE. 


SIZE OF PINION 


heavy steel horseshoe with studs and a pulling yoke 
and keys. This puller has the advantage of simplicity, 
but the disadvantage that it can be used only for one 
size of pinions. However, on city lines where many 
cars have the same-sized motors and pinions, this style 
will pay for itself in a short time. Both of these pinion 
pullers are in successful use at our shops. 


Brush-Holder Yoke for Westinghouse 
No. 49 Motor i 


BY J. N. GRAHAM, SHOP FOREMAN ROCKFORD & INTER- 
URBAN RAILWAY 


A home-made brush-holder yoke, which eliminates 
most of the brush-holder troubles on the Westinghouse 
No. 49 motor, has been in use on the Rockford & Inter- 
urban Railway’s lines for several years with very good 
results. 

The yoke is made of hard maple and is made to fit 
into the lead seats in the motor frame which are pro- 
vided for the brush-holders. It is held in place by two 
34-in. x 4-in. machine bolts, the heads of which are 
cut to %4 in. in thickness and sunk into the wood for 
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YOKE FOR BRUSH-HOLDER OF NO. 49 MOTOR 


32 in. and covered with %-in. x 2-in. fiber disks sunk 
level with the face of the yoke. Two plates of cold- 
rolled steel 14 in. x 1% in. x 4 in. are riveted to the 
face of the yoke in the position shown in the illustra- 
tion. These plates have 14-in. x 144-in. machine bolts: 
through them to hold the brush-holders in position. 
The type of brush-holder is either the GE 52 or the 
GE 1000. ; 
In making the yokes great care must be taken to get. 
the plates at perfect right angles; also that they as well 
as the bolts, which hold the yoke in position, are at an 
equal distance from the center of the yoke. This will 


insure that the brushes assume the proper position om 


the commutator. 
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Types of Track at Richmond, Va. 


BY T. NORMAN JONES, CHIEF ENGINEER OF RAILWAYS 
VIRGINIA RAILWAY & POWER COMPANY 


In the June 6 issue of the ELECTRIC RAILWAY JOUR- 
NAL there appeared an article by’A. L. Johnston, Jr., 
relative to the life of concrete track on Broad Street, 
Richmond, Va. I should have written before for the 
benefit of your readers the result of our experience 
with this track, that those who read the article might 
be informed of.all the facts, but pressure of work has 
prevented my doing so. 

The track in question was constructed in 1896 with 
white oak ties on concrete foundation. The concrete 
extended up between and at the ends of ties to the top 
of same. The rail used weighed 95 lb. to the yard, and 
was 8 in. high. 

We have about completed the reconstruction of ap- 
proximately 5000 ft. of track constructed as above 
noted. Our experience with concrete track foundation 
has been most unsatisfactory, and the type of con- 
struction referred to above has been abandoned in 
Richmond. 

While our records are not complete as to the dates 
on which the early repairs to this track were made, 
my investigation made about two years ago satisfied 
me that the first serious trouble with this track devel- 
oped in 1903, about seven years after the track was 
laid. At that time it was found necessary to make ex- 
tensive repairs at the rail joints, including renewal of 
some of the bonds (from 1903 to 1908 it was fre- 
quently found necessary to renew rail bonds, and in 
1909 a very large portion of the bonds had to be re- 
newed) as well as to place shims of steel and wood 
between the base of the rail and tie, due to the failure 
of the concrete foundation, although it extended 6 in. 
below the base of the ties. The repairs to the track 
grew heavier from year to year, until in 1912 the cost 
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EARLY RICHMOND TRACK ON CONCRETE FOUNDATION 


of maintaining about 8000 ft. of this track was about 
three times that of maintaining a similar length of 
track laid the same year on a parallel street on earth 
foundation without any ballast worth naming, yet the 
earth-supported track was subjected to traffic of very 
nearly the same density as the track on Broad Street. 

I have made a careful study of this track and many 
other sections of track in Richmond constructed dur- 
ing different years on concrete and other types of 
foundation. During the spring of 1912 I recommended 
that the concrete track construction be abandoned and 
that the tracks in future be constructed with white oak 
ties on crushed stone foundation, with a concrete slab 
between and at the ends of the ties to support the pav- 
ing. The City Council granted us permission in 1912 
to change our type of track construction from concrete 
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to crushed stone foundation. This change in type of 
construction was confirmed by the Administrative 
Board last year shortly after its organization. 
Throughout the entire 5000 ft. of single track, the 
reconstruction of which has been about completed, we 
have found the concrete foundation between and below 
the ties broken beneath both rails. The removal of the 
concrete base was tedious, as the concrete had to be 
broken to a convenient size for handling, but the work 
was not difficult as the foundation was badly cracked 
throughout. Very few of the old rails were not cor- 
rugated and many of them were corrugated very badly. 
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For many years past much trouble has been experi- 
enced with this track following rainy spells and the 
melting of snow water would get down in the founda- 
tion through the cracked concrete under the rails, 
causing the concrete to work up and down under traffic. 
This trouble existed all along most of the rails and was 
not confined to joints only. Heaving, the result of 
freezing of the partly water-soaked foundation, was 
another source of trouble. 

Our standard type of track construction, as _ illus- 
trated, consists of crushed stone or washed gravel bal- 
last on which rest white oak cross-ties, to which 7-in. 
rail is fastened. The rail section used is Lorain 
116/434. Cut spikes are used in fastening the rails to 
the ties. A concrete paving slab (1:3:5 mixture) is 
placed between and at the ends of ties to support the 
paving. 


Use of Battery Push-Button Circuit; for 
Tail Lights 
BY A MISSOURI CONTRIBUTOR 


My attention has been called to a number of rear-end 
collisions on dark streets and alleys when the trolley 
wheel came off and left the car in darkness. One acci- 
dent that I have in mind is where the conductor was on 
top of the car tying the trolley rope. There were two 
serious and several minor injuries because of the re- 
sulting rear-end crash. Some companies that run in 
the suburbs have dangerous curves with dead trolley 
wires therein as a warning to the motorman to slow up. 

Suppose that for some unforeseen cause a car should 
stop in the darkness with no danger lights. on the rear 
end. The chances are that somebody would be hurt 
and the car would be damaged. 

I wish to suggest a “danger signal’ which would 
cost little, because the batteries of the passengers’ 
push-button signal circuit would be utilized for the 
purpose. If four batteries are used for push buttons 
an 8-volt, 2-cp lamp can be used on the circuit, or some 
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other lamp according to the number of batteries. The 
lamp should shine behind a pane of red glass or have a 
red bulb. The lamp switch should be in front of the 
motorman. As soon as the trolley pole comes off the 
motorman could cut in the switch, but as soon as the 
trolley pole was adjusted he could open it. A car could 
be equipped for less than $1. It is understood that this 
scheme is not intended for use when power is off on the 
whole division. 


Hints On and Costs Of Motor Mainte- 
nance—II 
BY R. H. PARSONS, ELECTRICAL FOREMAN 


For a shop overhauling, the old motor should be 
removed from the trucks, opened and the armature re- 
moved. If the motor has once been put into good condi- 
tion and has had proper carhouse care, it should not be 
necessary to remove the fields, providing they are tight 
in the shell and not baked or short-circuited. Fields in 
good condition, properly installed and not overloaded, 
should run four or five years before the insulation is 
baked enough to warrant their removal and reinsula- 
tion. 

After the armature is removed the brush-holder 
should be removed for overhauling and the fields tested 
for short-circuits and grounds. The armature should 
be inspected and tested and refitted with bearings. In 
the meantime the shell should be scraped and blown out 
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FIBER WEDGE FOR GAGING BRUSH-HOLDERS 


and treated with a good insulating paint. The dowel 
pins should also be tightened or renewed, the oil re- 
ceptacles cleaned and the brush-holder supports in- 
spected or renewed if necessary. 

While the shell is being overhauled, the armature 
should be tested for short or open circuits and grounds. 
This can be done best by passing a small current 
through the coils, and taking the drop between each bar 
with a millivoltmeter to detect any loose connections or 
short-circuits. The shaft should be examined to see if 
it is straight and smooth. The commutator bars should 
be tried to see if they are tight. Then the commutator 
should be turned and the mica undercut. Upon this the 
armature should be painted, a good oilproof varnish be- 
ing used for the string band, and the shafts should be 
refitted with bearings. : . 

While the undercutting of mica is a decided aid to 
good commutation, improper slotting is worse than 
none at all. Saws or slotting tools of the proper thick- 
_ ness to the thousandth of an inch should be used to 
make sure that every particle of mica is removed, for a 
little strip in the edge of the slot will cause jumping of 
the brushes and soon develop flat spots in the commu- 
tator. 


Cut-out leads of armatures should not be allowed.’ 


It is the custom of many roads to cut out a grounded 
or open-circuited lead, using a jumper in its place and 
then turning the armature out for service. This prac- 
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tice simply adds trouble, for if it is done once it will 
be done again. Frequently armatures are found with 
a large number of the leads cut out. This is not eco- 
nomical practice because the added current due to 
lowering the resistance of the armature causes greater 
heating in the motor, for then the jumpered motor en- 
deavors to do more work than its mate. Eventually the 


fields are roasted and the armature must be rewound. ~ 


If the defective coil had been ‘renewed or repaired 
when the armature first came in for trouble, the arma- 
ture would have gone out practically as good as new 
and the motor would have taken only its proper share of 
the load. When a road has to go into receivership, the 
armatures are usually found full of jumpers. Jumpered 
armatures and receiverships are not necessarily Siam- 
ese twins, but the fact remains that they are often 
found together. 

Before assembling the motor the surfaces of the 
shell should be thoroughly cleaned, and when the shell 
is tightened onto the bearings the armature should 
move easily enough to be turned by hand. At the same 
time the bearings must be tight enough in the housings 
to prevent the leakage of oil. 

The setting of the brush-holders is as important a 
task as any. The man who does this must see that the 
brush-holders have the proper lateral position on the 
commutator to prevent the brushes from making a 
ridge; also, that they are so set that the brushes will 
rest squarely on the bars and that the spacing is cor- 
rect for the motor-in question. The tension should be 
adjusted, and the correct height from the bars be fol- 
lowed. For gaging the height of the brush-holders, 
a fiber wedge similar to that shown in an accompany- 
ing sketch will be found useful. This wedge can be 
made with a mark to show what point on it will give 
the clearance desired. This clearance usually is 3/16 
in. Place the wedge on the commutator, set the brush- 
holder in position and drop it until it hits the wedge at 
the place marked. Then tighten the brush-holder and 
remove the wedge. Sometimes a man will use a screw- 
driver or a rule for this purpose but the wedge will be 
found correct and simple. Further, it will save a man 
from trying to hold the brush-holder to proper height 
with one hand and tightening it with the other. The 
wedge is also used to check the gage of the brush- 
holder when it is not necessary to remove it, and as it 
is of fiber: it will not cut the commutator. 

When brushes are placed in the holders, the advan- 
tages which are derived from fitting the brushes to the 
curve of the commutator by drawing a piece of sand- 
paper under the brush, with the brush in place and held 
down by the spring or hand, greatly offset the labor of 
doing so. While the commutator is running at a 
moderately high speed it should be smoothed by holding 
a piece of fine sandpaper on it. Then the brushes are 
fitted and also cleaned on the wearing surface after the 
sandpapering of the commutator is completed to pre- 
vent particles of copper from adhering to the brush and 
cutting the commutator. Finally, the motor is given a 


‘light running test to try out the bearings for heating 


and for commutation. It is not necessary to give each 
motor a load test, as one familiar with each type can 
quickly detect any. defect by the light running test, 
especially since the fields and armature have been indi- 
vidually tested. 

MOopDERN MOTORS 


The maintenance and repairs of modern motors, 
while following the old procedure in many respects, is 
much easier and cheaper. It is not necessary to check 
the armature clearance except on a weekly inspection, 
nor is it necessary to oil the motors on short periods 
for many of them will go thirty days without replenish- 
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ment. The repairs can be made more easily because 
the parts are more uniform and interchangeable. As 
the shafts are large in proportion to the armature, the 
bearings often will run five years, or 250,000 miles, be- 
fore rebabbitting.. Further, as the commutation is 
good the brushes will frequently last nearly as long. 
These improvements simplify the shop repairs to such 
an extent that a motor removed from the track and 
placed on the floor can often be passed without any re- 
pairs whatsoever after an inspection has shown its 
bearings to be safe for another overhauling period. 
In that event the brush-holders should be removed and 
cleaned, the fields tried for looseness and the armature 
and fields tested for grounds. From the appearance of 
the commutator it can be determined if the fields and 
armature are free from short-circuits, as this trouble 
is quickly reflected in the commutator. The slots 


.should be cleaned by drawing a broken hack-saw blade, 


lengths. 


using the back side as the scraper, through the slot. 
Any little burrs should be removed from the commu- 
tator with a fine file, the hood and string band painted 
with an oilproof varnish, and the brush-holders and 
carbons replaced. The leads should then be inspected 
and painted. After the usual running test, the motor 
is again ready for service. 


A Removable Conducting Jacket for 
_ Trolley Wire and Other Conductors 


Louis Steinberger, president Electrose -Manufactur- 
ing Company, Brooklyn, N. Y., who is well known for 
his inventions in the insulator field, has just secured a 
patent on what he terms a “flexible electric conductor,” 
which is adapted more particularly to the trolley con- 
ductors of railways. In brief, the invention is in- 
tended to combine the high conductivity of, say, a cop- 
per jacket with the great strength of the steel around 
which it is wrapped. The conductor as a whole, there- 
fore, comprises a longitudinal supporting member and 
a removable ribbon of metal with a low ohmic resistance 
and provided with a suitable contact surface. 

The ribbon may be applied to the supporting wire 
when the latter is manufactured, or may be placed in 
position upon it at any time after the wire is suspended; 
moreover, the ribbon may be cut into any convenient 
A worn portion of the ribbon may be readily 
replaced at low cost. The ribbon carrying the contact 
face may be applied to compensate for the difference in 


TROLLEY WIRE 


the co-efficients of expansion or contraction between the 
body portion of the conductor and the ribbon. 

One of the accompanying drawings shows the im- 
proved conductor applied to “figure eight” wire. A 
ribbon of copper is bent under and partially around the 
lower lobe to form a conducting envelope. A second 
view shows a roll of copper ribbon as used for splicing 
or patching. 

The conductor is suitable for either direct or alter- 
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nating currents, but for the latter it has a peculiar ad- 
vantage due to the fact that the copper ribbon in- 
volves the principles of the “skin effect.” This principle 
follows from the known fact that alternating currents, 
and especially currents of high frequency, seek to fol- 
low the outside rather than the inside of a conducting 
body ; consequently if the outside is of conducting mate- 
rial of very low ohmic resistance, the conductivity of 
the conductor as a whole is greatly increased. 


A Padded Tie Plate 


On foreign railway lines the use of felt pads under 
metal tie plates to produce a comparatively silent road- 
way and decrease maintenance has met with good re- 
sults, although the question of design has not been 
exploited to the limit. A more effective application of 
this principle to American conditions has recently been 


VIEW OF NOISELESS TIE PLATE WITH BOTTOM UP, SHOW- 
ING APPLICATION OF COW-HAIR FELT PAD 


invented by the Track Specialties Company, New York. 
The new shock absorbing plate is available anywhere, 
but, naturally, is most useful for subway and elevated 
construction. 

The means used by this company to get a noiseless 
roadway is to cast the tie plates of malleable iron with 
a bottom panel into which a cow hair felt pad 5% in. 
x 81% in. x 1% in. deep is inserted. The pad is protected 
against the action of the weather, and, at the same 
time, is held securely so as to absorb all shocks. These 
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VIEW OF NOISELESS TIE PLATE WITH FELT PAD AS AP- 
PLIED UNDER A RAIL 


pads are designed not only to protect the ties, rail and 
tie plate, but also to take up some of the shocks now 
transmitted to the cars. The construction of the metal 
plate in malleable iron assures additional life because of 
the slow corrosion of this metal. It is believed that the 
combined plate, which has been named the “Superior,” 
will last as long as the tie or even for the life of the 
rail. It should not be disturbed, unless the ties are be- 
ing replaced or the rails relaid. 
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News of Electric Railways 


“The I. C. C. New Haven Report 


The report of the Interstate Commerce Commission in 
regard to the investigation which it conducted into the 
affairs of the New York, New Haven & Hartford Railroad 
was transmitted to the Senate on July 12. The principal 
findings against the management follow: 

That the conduct of the financial operations of the New 
York, New Haven & Hartford Railroad presents “one of the 
most glaring instances of maladministration in all the his- 
tory of American railroading.” 

That this maladministration resulted in an absolute loss 
of $65,871,299. 

That the road’s directors were guilty of gross dereliction 
of duty and of a breach of trust that was “morally wrong 
and criminal in its fruits.” 

That the downward movement of Boston & Maine stock 
did not begin until the Mellen-Morgan-Rockefeller man- 
agement was forced upon it. 

That the alleged purchase by John L. Billard of 109,948 
shares of Boston & Maine stock and its resale to the New 
Haven was a fraudulent transaction; that Billard never 
bought a share of Boston & Maine stock except with money 
furnished by the New Haven and never sold a share ex- 
cept as the New Haven dictated; that the Billard Company 
was used by the New Haven to take over some of its own 
questionable assets and assets which it was desirous of con- 
cealing, and that Billard burned the company’s books for 
the purpose of getting them out of the way. 

That the New England Investment & Security Company 
was a device conceived to carry out the policy of the New 
Haven to acquire the electric railways of Massachusetts, 
and that it operated in violation of the Massachusetts laws 
and in flagrant violation of an injunction issued by the 
highest court of that State. 

That the New England Navigation Company, after sale 
of its steamship properties, was utilized as a holding com- 
pany for the accomplishment of irregular transactions which 
were indefensible under any test of sound business manage- 
ment. 

That the practice was general of transferring funds 
from the New Haven back and forth to its 336 subsidiaries 
for the purpose of declaring dividends. 

That the acquisition of the New York, Westchester & 
Boston Railway and the New York & Port Chester Rail- 
way was a profligate waste of corporate funds. 

That the frequency with which dummy corporations and 
dummy directors appear in the New Haven’s records leads 
to the conclusion that some one high in the councils of the 
road “had an obsession upon the subject of the utility of 
such sham methods.” 

The commission says that the standard of business 
ethics and the absence of financial acumen displayed in 
directing the destinies of the railroad and in the attempt 
to establish a monopoly of transportation in New England 
is indefensible. In characterizing the purchase of the New 
York, Westchester & Boston Railway as a story of prof- 
ligate waste of corporate funds, the commission says 
that the road was not necessary as a part of the New 
Haven system and that the first information the board of 
directors had concerning the “extravagant acquisition” 
was on Nov. 8, 1907, when the committee which negotiated 
the purchase made its only report. It was then learned. 
says the commission, that “$11,150,000 had been expended 
in obtaining control of two insolvent promotion schemes 
and that this expenditure carried with it an obligation to 
construct two railroads under franchises of doubtful val- 
idity, paralleling the existing lines of the New Haven.” 
Mr. Mellen’s testimony is qyoted in, connection with this 
deal. ; 

The commission reviews in detail the plans which were 
adopted for exchanging the New Haven stock for New 
York & Portchester and New York, Westchester & Boston 
securities and refers to the due bills which were issued in 
connection with these deals. It expresses the opinion that 
“St would seem that the amount legally expended could be 
recovered from Mr. Mellen and the directors who author- 


-cash investment of $9,685,500. 


ized it.” According to the commission the total construc- 
tion cost of the road as reported on June 30, 1913, was 
$22,344,165. The principal figures in this report follow: 
Land, $5,090,641; tangible street railway capital, $229,- 
744; right-of-way, $9,448,649; electric line, $625,978; 
buildings and structures, $1,569,575; rolling stock and 
miscellaneous equipment, $843,169; construction expenses, 
including interest, $4,536,444. The commission says to 
this figure of $22,844,165 must be added the $14,090,008 
expended before the construction began, making a total of 
$36,434,173, or a cost per mile of $2,020,752. It says that 
in providing the money for this construction bonds to the 
extent of $17,000,000 guaranteed by the New Haven Rail- 
road were sold at a discount of $1,200,000. The commis- 
sion says that the one accomplished result of the West- 
chester transaction was the stifling of possible competi- 
tion into New York City from New England. It lays the 
blame for the Westchester transaction upon the directors 
of the New Haven road, saying that some are guilty of 
acts committed and others—the greater number—for their 
failure to act. It holds that all are alike culpable and re- 
sponsible to the stockholders. 

In connection with the taking over of the electric rail- 
ways in Rhode Island the commission says that the pur- 
chase of these properties “was another instance of mil- 
lions wasted in acquiring properties that bring an annual 
deficit instead of a surplus and constitute a liability in- 
stead of an asset in the New Haven system.” The ex- 
penditures by the New Haven in money and securities in 
this connection are placed at $24,352,386 in acquiring a 
It reviews briefly the mul- 
tiplicity of corporations involved in these transactions, 
these companies including the Rhode Island Company, 
New England Navigation Company, New England Invest- 
ment & Security Company, Providence Securities Com- 
pany and Rhode Island Securities Company. It says that 
the properties in Rhode Island have stood the New Haven 
system an average annual loss of approximately $648,680. 
It characterizes the Rhode Island and the Connecticut elec- 
tric railway ventures of the New Haven Railroad as “fur- 
ther evidences of the prodigality in the expenditure of the 
money of the New Haven stockholders in carrying out an 
unlawful policy of transportation monopoly.” 

The report contains the correspondence between the 
commission and J. P. Morgan & Company regarding the 
proposal to have the representatives of the commission go 
over the books of the concern. The final paragraphs of 
the report deal with the legal status of the New Haven 
directors and contain the following comment: 

“This investigation has demonstrated that the monopoly 
theory of those controlling the New Haven was unsound 
and mischievous in its effects. To achieve such monopoly 
meant the reckless and scandalous expenditure of money; it 
meant the attempt to control public opinion; corruption of 
government; the attempt to prevent the political and -eco- 
nomic instincts of the people in insolent defiance of law. 
Through exposure of the methods of this monopoly the 
invisible government which has gone far in its efforts to 
dominate New England has been made visible. - 

“It has been clearly proved how public opinion was dis- 
torted; how officials who were needed and who could be 
bought were bought; how newspapers that could be subsi- 
dized were subsidized; how a college professor and pub- 
licists secretly accepted money from the New Haven while 
masking as a representative of a great American univer- 
sity and as the guardians of the interests of the people; 
how agencies of information to the public were prostituted 
wherever they could be prostituted in order to carry out 
a scheme of private transportation monopoly imperial in 
its scope.” 

The commission recommends: 

Civil and criminal prosecution of the responsible direc- 
tors of the New Haven. 

The prosecution of John L. Billard and of all persons 
who were concerned with him in the purchase of the Bos- 
ton & Maine stock. 
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That suit be brought against Marsden J. Perry and Oak- 
leigh Thorne to recover for improper or double commis- 
sions paid in connection with the Westchester deal; also 
for $1,524,072 expended by Charles S. Mellen in obtaining 
the Westchester franchises and for the $2,748,700 paid to 
John L. Billard in the Boston & Maine stock transaction. 

On the question of immunity the commission defends its 
action in compelling Charles S. Mellen and other directors 
of the New Haven to testify on the ground that it was 
better to expose wrongdoing even at the expense of giving 
immunity to a few witnesses than to leave the facts under 
cover and thereby give immunity to all, not only as to 
prosecution, but as to the stigma of exposure as well. 

The following interesting comment on the report was 
made by John W. H. Crim, personal counsel of Mr. Mellen: 

“Much is said about the increase in capitalization from 
$93,000,000 in 1903 to $417,000,000 at present. It ought 
to be remembered that in 1903 the New Haven owned 
400 miles of road and leased 400 miles. It owns 7000 miles 
to-day. Hundreds of miles were taken over from bank- 
rupt companies, the Central New England Railroad having 
always been a bankrupt road. 

“The commission talks about the purchase of the Con- 
necticut trolleys. They were purchasing Connecticut trol- 
leys ten years before Mr. Mellen went to the New Haven. 
Of course they had to pay well for them. People foresaw 
their prosperity and held them for high prices. But these 
very electric railways earned 4 per cent dividends in 1913, 
and 5 per cent in 1914. And they are steadily increasing 
in value. It is not too much to say that the time will 
come when the electric railways will be the money-makers 
of the whole system. I had rather have the electric rail- 
ways than the New Haven road itself. It would have been 
in the hands of receivers this year had it not been for the 
earnings of the electric railways. The earnings of the New 
Haven are eaten up by terminal charges. It costs 23 cents 
for every passenger who passes through the Grand Cen- 
tral Station. The electric railways are free from such ex- 
penses. The New Haven built many of its electric rail- 
ways for this reason, recognizing that the short haul is 
unprofitable on a railroad line, and feeling the need of the 
electric railways for local business. 

“T know of a case in New England. A railroad con- 
necting two towns charged a 30-cent fare, and made about 
$3,000 a year. Mr. Mellen went up there, looked it over, 
and scrapped the railroad. He put in an electric railway 
and charged 10-cent fares. The following year the line 
showed 1500 per cent more profit. 

“If the New Haven can keep its electric railways for 
ten years more, they will prove a wonderful source of in- 
come for the road. Indeed, if the attack on the railroad 
had not come when it did, it would have been shown that 
the road was not overcapitalized. It would soon have been 
in a position to show its earning power.” 

It was stated unofficially in Washington on July 15 that 
Attorney-General McReynolds had decided to file a suit for 
the dissolution of the company under the anti-trust law. As 
to possible criminal prosecution, it was said that if such 
prosecutions should become necessary they would naturally 
follow the conclusion of the civil suit. 


Plans for Completing Dallas-Greenville Line 


It has been announced that arrangements have been 
completed by which the Stone & Webster Engineering Cor- 
poration, through its district headquarters at Dallas, will 
complete the line of the Eastern Texas Traction Company 
between Dallas and Greenville. The grading and the con- 
struction of bridges, culverts, cuts and fills, which have 
been in progress for more than a year under the direction 
of Karner Brothers, has been practically completed and the 
roadbed is in condition for the immediate laying of the 
rails. The stockholders voted on July 2 to increase the 
number of directors of the company from three to seven, 
and the following new directors were elected: EH. T. Moore, 


‘Richard Meriweather, Rhodes S. Baker and R. E. L. Knight. 


The first two mentioned are connected with the Stone & 
Webster Engineering Corporation, and the latter are mem- 
bers of the law firm of Spence, Knight, Baker & Harris, 
attorneys for the Eastern Texas Traction Company. The 
three former directors who now make up the seven are 


__F. E. White, J. W. Crotty and T. G. Nichols, Greenville. 
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Proposed Draft of Des Moines Ordinance 


The proposed franchise for the Des Moines City Railway 
which was recently submitted by the company to the city 
commissioners for their approval, provides for a franchise 
period of twenty-five years after the date of the formal 
adoption of the ordinance by the voters of the city. The 
other main provisions of the ordinance are as follows: 

The company is to permit the use of its track by inter- 
urban railways, subject to the rules provided for its own 
cars, for a compensation to be fixed by mutual agreement 
or by state law. The city company is required to construct 
connecting tracks, overhead trolleys and adequate terminal 
facilities for the interurban lines. Upon the failure of the 
interurban railway to pay its compensation promptly its 
rights are to be suspended until payment, unless it gives 
a sufficient bond to be fixed by the railroad commissioners. 
The city company is given permission to use its tracks for 
hauling freight, baggage, mail and express matter, subject 
to resolution of City Council, provided this service does not 
obstruct regular passenger traffic. 

The company is required within three years to expend 
$1,500,000 for the following: (1) construction of 5 miles 
of new lines or extensions; (2) removal of present unused 
tracks; (3) reconstruction of at least 20 miles of existing 
tracks with new rails; (4) increase of present power plant; 
(5) purchase of twenty-five new double-truck cars; (6) the 
construction of a line from the intersection of Seventh and 
Mulberry Streets across the viaduct on Seventh Street 
and over a new bridge on Seventh Street to a connection 
with its existing line now running to Fort Des Moines; 
and (7) the purchase from the Interurban Railway of the 
“Valley Junction Line” and the “Army Post Line” and the 
sale to the above company of the “Urbandale Line.” 

Whenever a majority of the adult residents of any dis- 
trict not served by the company petition the City Council 
for an extension, the company may be required to make 
the extension, provided the territory contains a sufficient 
population to produce a revenue equal to the cost of operat- 
ing ears (including ordinary maintenance of tracks, cars 
and overhead trolley), together with reasonable deprecia- 
tion upon the cost of the extension and the equipment used. 
The company is required to pay for the paving or repaving 
between its tracks and 1 ft. on each side of each outer rail 
and it must also keep in repair a similar portion of the pave- 
ment and floor of each bridge and viaduct crossed by its 
tracks. Without compensation it must permit its poles to 
be used by the city for signal, telephone and telegraph and 
electric light service. 

The company’s' value is made equal to $2,754,000 for bonds, 
$1,305,000 for stock and $1,356,000 for bills payable, or a 
total of $5,415,000, to which there is added the previously 
mentioned $1,500,000 required for reconstruction-and re- 
habilitation purposes. The company is to be allowed to pay 
dividends at the rate of 6 per cent per annum, and higher 
dividends according to the following: 7 per cent during 
any calendar year in which the company shall sell six 
tickets for 25 cents; 8 per cent for five tickets for 20 cents; 
9 per cent for four tickets for 15 cents; 10 per cent for 
ten tickets for 35 cents. Out of the gross earnings the 
company is to pay the actual operating expenses, including 
ordinary maintenance, insurance premiums, injuries and 
damage claims not compensated by insurance; taxes of 
every nature, interest on bonds and other securities, depreci- 
ation not to exceed 5 per cent of the gross earnings unless 
the total dividends exceed 6 per cent and the dividends on 
stock. 

Immediately upon the passage of the ordinance the City 
Council is to elect a city supervisor who is to hold office 
at its pleasure but who may be removed by a two-thirds 
vote. The company is to elect a company supervisor. These 
two supervisors shall control service, schedules, routes and 
terminals, character and equipment of cars, cost of service, 
extensions, rate of fare, the distribution of expenditures 
and the manner of keeping accounts. The city and the 
company before Dec. 15 each year are to select an engineer 
not a resident of the city. If the two supervisors fail to 
agree in any matter pertaining to the reconstruction and re- 
equipment of existing lines or the construction and equip- 
ment of any new line or extension, the matter must be sub- 
mitted to the consulting engineer for final decision. For 
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any differences that may not be decided by the consulting. 


engineer the ordinance provides an impartial board of arbi- 
tration jointly chosen. 

The maximum rate of fare for a single continuous ride 
shall be 5 cents. It is provided, however, that if on Jan. 31 of 
any year from the net earnings for the twelve months ended 
on Dec. 31. preceding there shall remain above the fixed 
charges an amount sufficient to have permitted the pay- 
ment of dividends of 7 per cent if the company had sold six 
tickets for 25 cents during these twelve months, the com- 
pany must sell for the ensuing twelve months six tickets 
for 25 cents. Similar provisions are made in regard to the 
other rates of return. Transfers are provided at all inter- 
secting points and on lines within 300 ft. of the transfer 
line, provided the passenger is not reversing his general 
direction of travel. No free passengers are to be allowed 
except firemen and policemen in full uniform and em- 
ployees of the company. The salaries paid by the company 
are subject to regulation by the city and to arbitration in 
case of disagreement. The ordinance also provides that 
upon six months’ previous notice in writing the city may 
purchase the entire railway system for one of three choices 
of consideration. The ordinance is to go into effect sixty 
days after being accepted by the voters of the city. 


Mr. Whitridge on Current Events 


Frederick W. Whitridge, president of the Third Avenue 
Railway, New York, N. Y., sailed on July 14 for Liverpool 
after spending five weeks in New York attending to business 
since he arrived on the Aquitania on June 5. He expects to 
be away about three months. Mr. Whitridge is reported to 
have said: 

“T am coming back on the crest of the Wilson boom. I 
cannot give the exact day, but I have booked my return pas- 
sage in October so as to give the boom sufficient time to 
come along. 

“The Interstate Commerce Commission seems to be a 
clumsy, inarticulate lot, with a penchant for shady lawyers. 
I am not subject to their jurisdiction, and cannot speak of 
them from experience, but I have read their maunderings 
about their foolish and futile valuation notions, and I was 
told a few months ago of the illegal and impertinent ques- 
tions they sent to the railroads. Some of the railroad pres- 
idents refused to answer, but I presume many of them did, 
for our public is being rapidly educated to believe that an 
official demand for the kotow may not be refused. If it is 
not, however, stoutly refused, some of our officials never will 
learn that humility which is the beginning of wisdom. 

“Many railroad men also tell me that under the system 
of accounts prescribed by the commission, the object, or 
certainly the effect, is to make net earnings loom unnat- 
urally large by charges to capital which should be made to 
operation. If this be so, the ultimate consequence cannot 
but be disastrous. Whether it is true or not, it is evident 
that the commission is slower than death to recognize the 
necessity for increasing rates, and, therefore, however con- 
scientious the members may be, they are afraid, though they 
can be brave enough over a State scandal. 

“It is also evident that the commission has not got a glim- 
mer of the truth expressed a year or so ago in England by 
the Prime Minister, Mr. Asquith. On the occasion of set- 
tling a strike by the increase of wages which had been 
awarded by arbitrators, Mr. Asquith said to the railroads 
that in order to help them to grant the increase he would 
promise legislation which would ‘pass the extra charge on 
to the public.’ That is what we must learn here. Public au- 
thorities are continually imposing charges upon the rail- 
roads, increased taxes, full crew laws, arbitrations, increas- 
ing wages, compensation acts, etc., which all in effect consti- 
tute charges prior to our mortgage bonds. 

“Now that rascality and bad management are supposed to 
have been eliminated by State regulation, and there can be 
no cooking of accounts, where is the money to come from to 
pay these charges, except from the pockets of the public? 
If the railroads are to remain solvent and efficient, all such 
charges as these must, as Mr. Asquith said, be ‘passed on to 
the public.’ The press is beginning to perceive this. Until 
the Interstate Commerce Commission learns it, the gigantic 
boom Mr. Wilson has promised us will, notwithstanding the 
crops, remain stalled.” 
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Another Franchise Proposed in Toledo 


The franchise proposal of the Non-Partisan League was 
submitted to the franchise committee of the City Council of 
Toledo, Ohio, on the evening of July 14. The committee will 
consider an July 20 all franchise proposals made up to the 
present time. 

The Non-Partisan League draft is intended as an alterna- 
tive to the Thurstin-Campbell, or municipal ownership, plan, 
which will be voted upon by the people in August. The fran- 
chise covers a period of twenty-five years from the day it be- 
comes operative and includes all the railroad property now 
in existence within the city limits and all extensions built in 
the future. It is provided that other companies may use the 
tracks and overhead equipment of the Toledo Railways & 
Light Company upon such terms as the Council may deem 
proper. The city is to exercise the same regulatory care over 
such other company as over the original holder of the fran- 
chise. The company is obligated to pave or repave between 
its tracks and to a distance of 12 in. outside and keep this 
paving in repair. Ice and snow must be taken from the 
tracks and during the summer months the company must 
keep them sprinkled. 

Within eighteen months after the ordinance goes into ef- 
fect the company must have all its cars equipped with pay- 
as-you-enter or pay-as-you-leave appliances. If possible 150 
of the cars are to be so equipped within five months. This is 
to be done either by the replacement of the present cars with 
new ones or by converting the old ones. The city reserves 
the right to control service, fix schedules and routes, desig- 
nate the character of the cars and increase service. Should the 
Council insist upon service that, in the opinion of the com- 
pany, would impair the interest fund the company may resort 
to arbitration. 7 

The right is reserved to the city to allow interurban rail- 
ways to use the tracks, poles, wires and power within the 
city limits upon such terms as the Council may deem equita- 
ble. Interurban railways seeking entrance must each have 
at least 10 miles of track outside the city before they can 
secure the rights mentioned, and such company’s tracks are 
to be used only to reach an interurban terminal within the 
city and not for local business. 

A street railway commissioner is to be appointed by the 
Mayor with the approval of Council. His salary is not to 
exceed $750 a month. The expense of his department is 
limited to 1 per cent of the amount set apart any month as 
an operating fund. The company is to furnish suitable of- 
fices for the commissioner. z : 

All questions or possible disagreements not exempted by 
the franchise are to be subject to arbitration. The party 
bringing up the question first is to select a member of a 
board of arbitration and notify the other party, who will 
then select a member and these two are to choose the third. 
If they fail to agree the member of the Public Utilities 
Commission whose term expires first is to make the appoint- 
ment. Should he fail to act, the member of the commission 
whose term expires next is to perform this duty, and finally 
the third, if found necessary. Specific directions are given 
for the submission of questions to arbitration and the man- 
ner in which they shall be taken up and treated. 

Should the city and company not agree upon a valuation 
for the purpose of fixing the rate of fare and the return to 
the company, the question is to be submitted to arbitration. 
No values are to be allowed for anything except the physi- 
eal and tangible property. 

The company is authorized to sell its capital stock at not 
less than par and its bonds at a price that will yield not 
more than 6 per cent on par. All bonds are to contain a 
provision making them payable at 105 and accrued interest 
on ninety days’ notice at any interest period. The company 
is to provide for refunding all indebtedness or liabilities con- 
stituting a lien on the street railway property. An interest 
fund of $250,000 is to be created by depositing that amount 
from funds on hand or from the sale of stock or bonds for 
that purpose. Each month the amount remaining after de- 
ducting from the gross receipts for the month 11% cents 
per car mile for the regular motor cars, and 60 per cent of 
11% cents per car mile made by trail cars, and sums pro- 
vided for maintenance, renewal and depreciation is to be de- 
posited and constitute the interest fund, out of which all 
taxes, interest, dividends and other payments are to be made. 


: 
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This allowance may be increased at times if found necessary 


_ to meet extraordinary expenses. 


The maintenance fund is provided by an allowance of 4 
cents per car mile during January, February, March, April, 
May and November and 5 cents per car mile for June, July, 
August, September, October and December for motor cars 
and 60 per cent of these rates for trail cars. If found neces- 
sary an increase may also be made in the allowance for 
maintenance and depreciation. 

The maximum rate of fare for each passenger eight years 
of age or over is to be 5 cents cash or six tickets for 25 
cents, with transfer to any other line necessary to reach a 
desired point. In addition to this the following scale of fares 


has been established: 


ee ee a ew 


+ 


a. Five cents cash with free transfer, eight tickets for 25 
cents, 1 cent for transfer. 

b. Five cents cash with free transfer, 3 cents when exact 
change is tendered, five tickets for 15 cents, 1 cent for trans- 
fer. 

c. Five cents cash fare, with transfer free, 3 cents when 
exact change is tendered, four tickets for 10 cents, 1 cent 
cent for transfer. 

d. Five cents cash fare, with free transfer, 3 cents when 
exact change is tendered, four tickets for 9 cents, 1 cent for 
transfer. 

e. Five cents cash fare, with free transfer, 2 cents when 
exact change is tendered, five tickets for 10 cents, 1 cent for 
transfer. 

f. Five cents cash fare, with transfer, 2 cents when ex- 
act change is tendered, eight tickets for 14 cents, 1 cent for 
transfer. 

Children under eight years of age, 1 cent, and children in 
arms, free. 

The rate of fare to be put into effect when the ordinance 
becomes effective is that noted in paragraph a. This is to 
continue eight months if 150 of the newly equipped cars are 
in operation within five months from the time the ordinance 
becomes operative. If not then this rate is to continue 
three months beyond the date they are put into operation. 
This will constitute the trial fare. If, at the end of the pe- 
riod named, the interest fund is below $250,000, the next 
higher fare is to be installed and continue six months. 
Thereafter that rate is to be changed to a lower rate when- 
ever the interest fund of $250,000 is exceeded by $100,000, or 
has reached $350,000. 

Provision is made for the acquisition of the property by 
the city. The return on the capital value is to be 6 per cent 
from the start, but provision has been made for higher re- 
turns in proportion to possible reductions in the rate of fare. 


William Barclay Parsons to Report on Detroit Transportation 


William Barclay Parsons, of Barclay Parsons & Knapp, 
New York engineers, has been retained by the Detroit Street 
Railway Commission to report on Detroit’s transportation 
needs. The total cost will be $32,000. The commission 
will ask the Common Council to appropriate this amount 
out of the remaining $50,000 at the command of the com- 
mission. The work is to begin as soon as the contract is 
signed and the appropriation made. 

Mr. Parsons will submit to the commission six sets of 
plans for the relief of present crowded traffic conditions. 
Whether these plans will include subways will depend upon 
his findings regarding the advisability of the project.. With 
each plan will be an estimate of the approximate cost, the 
number of passengers the system will be able to care for, 
and the profits likely to be derived. The plans will be of 
such a nature that specifications for the construction of 
lines can be drawn directly from them. The terms of the 
contract provide that Mr. Parsons is to receive $5,000 a week 
for five weeks and the remainder of the $32,000 when his 
specifications have been completed and accepted by the com. 
mission. 

Corporation Counsel Lawson of Detroit has rendered an 
opinion to the effect that the Detroit United Railway is not 


- obliged to render any assistance to the Street Railway Com- 


mission in the appraisal which is now being made by Prof. 
E. W. Bemis, and that any assistance so given by the com- 
pany is purely in the nature of courtesy. The company has 
arranged to give full access to representatives of the ap- 
praisers to all of the company’s property within the city 
and to provide such other data as they may desire. 
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The Kansas City Aftermath 


Shortly after the ordinance extending the franchise of 
the Metropolitan Street Railway, Kansas City, to thirty 
years, was passed, Philip J. Kealy, the company’s repre- 
sentative on the board of control, left for Chicago, with 
Robert P. Woods, the city’s representative. The two mem- 
bers plan to spend about ten days inspecting railway sys- 
tems in the East and Middle West. 

The company has ordered the half-fare tickets for children 
between the ages of eight and twelve. They will be dis- 
tributed as soon as the printer delivers them. Half-fare 
tickets will be carried by conductors and will be sold at 
various stations. 

Indications are that little other action will be taken until 
Judge Hook, of the federal court, outlines a plan for the 
reorganization of the company and the clearing of the re- 
ceivership. Officers of the company stated that their efforts 
would be devoted to the reorganization for the present, and 
that other matters would be taken up later. 

The company has not yet named its six directors, though 
the two receivers were selected as members. Frank Hager- 
man, temporary president of the Kansas City Railways 
Company, left on a short vacation following the election. 

The salaries of the two members of the board of control 
were fixed at $7,500 a year. The board will care for all 
duties heretofore handled by the receivers. 

The Nelson papers in Kansas City continued their attacks 
on the company following the election, alleging unfair tac- 
tics at the polls. Joseph Siegel was arrested on the day of 
the election and pleaded guilty to voting twice, once for and 
once against the franchise. He was sentenced to two years 
in the penitentiary. 

Elsewhere in this issue extended reference is made to the 
means adopted by the company to ascertain the attitude of 
the voters in advance of the election, and an abstract is pub- 
lished of the new franchise grant. 


Rapid Transit Construction Progress in New York 


Alfred Craven, chief engineer of the Public Service Com- 
mission for the First District of New York, has notified 
the commission that the Terry & Tench Company, Inc., the 
contractor for the construction of additional tracks of the 
Fulton Street elevated line in Brooklyn, for operation under 
the dual system agreements by the New York Municipal 
Railway Corporation, had, on June 25 begun work on its 
contract by delivering its plant on the line at Fulton Street 
near Troy Avenue. The Fulton Street line is now a two- 
track railroad, but under the dual system plan a third track 
will be added to provide express service in the rush hours. 

The commission adopted the form of contract for the 
construction of Section No. 2 of Route No. 48, which is a 
part of the William Street branch of the Seventh Avenue 
subway in Manhattan, for operation by the Interborough 
Rapid Transit Company, and has transmitted it to the Inter- 
borough Company for its criticisms and suggestions. As 
soon as the contract is returned by the company the com- 
mission will put it in permanent form and advertise for 
bids. 

The Board of Estimate & Apportionment has approved 
of the award of the contract for the construction of Section 
No. 1-A of Routes Nos. 4 and 38, part of the Seventh Avenue 
subway in Manhattan, to the Rapid Transit Subway Con- 
struction Company, the lowest bidder, for $474,244. 

The commission has received bids for the supply of spe- 
cial work for the Fourth Avenue subway in Brooklyn. The 
Indianapolis Switch & Frog Company, Springfield, Ohio, 
was the lowest bidder for this work. 

During the week Chairman Edward E. McCall and Com- 
missioner Milo R. Maltbie held an informal hearing in re- 
gard to the construction of a subway up Central Park 
West, Manhattan. Suggestions were made that this line 
could be connected either with the new Broadway subway, 
for operation by the New York Municipal Railway Corpora- 
tion. or with the existing subway at Columbus Circle. 
Chairman McCall made the statement that the commission 
was in favor of the construction of such a line, but did not 
have sufficient funds to carry it out. He promised his audi- 
ence that if they would wait on the Board of Estimate and 
Apportionment and secure its promise of an appropriation 
for the line, the commission would act on it favorably. 
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Centralized Control in Chicago 


In a report made public by Montague Ferry, Chicago 
commissioner of public service, he suggests that the close re- 
lationship shown among public service corporations in that 
city may constitute a grave menace to the public, and urges a 
further investigation by the State Public Service Commission 
to determine whether the city suffers by reason of the central- 
ized control. Named in particular in the report are Samuel 
Insull, John J. Mitchell, James A. Patten, Henry A. Blair 
and Ira M. Cobe, who, according to Mr. Ferry, exercise 
control over the Commonwealth Edison Company, the 
People’s Gaslight & Coke Company, the Chicago Elevated 
Railways, the Chicago Surface Lines and numerous utility 
companies in surrounding towns. A chart, which accom- 
panied the report, was said by Mr. Ferry to show that 
“three men constitute a majority of the executive committee 
of five which directs the business of: the Commonwealth 
Edison Company; that the same three constitute a majority 
of the board of directors of the gas company; that Mr. Insull 
and Mr. Blair, who is also a director in the Commonwealth, 
are a majority of the executive committee of three which 
controls the elevated lines; that Mr. Blair, as chairman of 
the board, is the controlling factor in the Chicago Railways; 
that Samuel Insull, with men holding salaried positions in 
the Commonwealth Edison Company, controls the Public 
Service Company of Northern Illinois and the Middle West 
Utilities Company.” 

Mr. Ferry said: 

“No facts are in the possession of the department of 
public service which would justify the statement that the 
prices paid for current by the several transportation com- 
panies is excessive. But the circumstances under which 
these contracts were made, with substantially the same men 
as buyers and sellers, suggest inquiry.” 

The report was asked for by the City Council and will be 
considered by the committee on gas, oil and electric light. 

Samuel Insull has answered Mr. Ferry in part as fol- 
lows: 

“The stockholders of each of the companies are thousands 
in number. None of the directors could hold their positions 
unless they had the confidence of the security holders. So 
far as the public is interested, for years the prices paid for 
electricity, and for gas, too, were regulated by the City 
Council. Now such prices are regulated by the Public 
Service Commission. We cannot issue any securities, we 
cannot take any step without going to that body. 

“All of these enterprises are monopolies in their separate 
fields, and rightly so. The city has been trying for years 
to get a unified transportation service, with universal trans- 
fers. I do not see how it is possible to get one system, a 
single fare and universal transfers except by having all the 
lines controlled by one set of men. The way to run the 
business of electrical production most economically is to run 
it as a monopoly. The same thing is true of gas. If the 
electrical company sells electrical energy to the transporta- 
tion company the price the latter pays cannot be covered up. 
The Public Service Commission knows that price and passes 
on it. 


“The best reply to Mr. Ferry is, that whenever Chicago. 


has investigated prices in other cities for electricity fur- 
nished for transportation and other purposes, it has been 
proved that in Chicago electrical current is sold at a lower 
price than it is in any other large city in the world. Of 
course, we do not pretend to compete with hydraulically 
generated power. 

“The only general reply I can make is that experience 
shows—and the statement is provable by figures—that elec- 
tricity can be sold to the consumer at the lowest price when 
all the electrical energy of the community is produced under 
one system of generation and distribution. What is true of 
electricity is true of gas and of transportation.” 

Plans for a new audit of financial dealings of the surface 
railways with the city were outlined at the meeting of the 
Council committee on local transportation on July 7. It 
was decided that the new audit should take into considera- 
tion the 1907 and subsequent traction ordinances, including 
the 1913 unification measure, and should show what has 
been done under both the corporation counsel’s interpreta- 
tion of the ordinances and that of the board of supervising 
engineers. It was agreed that the audit should be done by 
Nov. 1. 
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The Hazleton Strike 


The Lehigh Traction Company, Hazelton, Pa., is reported 
to have defaulted in the payment of the interest due on 
June 1 on its $500,000 of first mortgage 5 per cent gold 
bonds. A committee has been appointed to investigate the 
affairs of the company, and the Northern Trust Company, 
Philadelphia, Pa., has been designated as depositor for the 
bonds. The investigation into the affairs of the company 
will be conducted by W. F. Snyder, president of the Northern 
Trust Company, and W. H. Watts and G. P. Bursell of 
Robert Glendenning & Company, bankers, Philadelphia. 
George W. Pepper has been retained as attorney. 

The Wilkes-Barre & Hazelton Railroad, which controls 
the Lehigh Traction Company, defaulted in the payment of 
the interest on its $1,900,000 of collateral trust 5 per cent 
bonds due on May 15. As stated previously in the ELECTRIC 
RAILWAY JOURNAL this company requested bondholders to 
accept in return for their May 15 certificates and all other 
certificates up to and including Noy. 15, 1916, non-interest- 
bearing certificates as the different coupons become due. 

The financial difficulties of the Lehigh Traction Company 
are attributed in part to the strike of its employees which 
has been in progress for more than six months. Organized 
labor is particularly strong in the territory in which the 
company operates, and while full service has been in force 
for months the patronage of the company has suffered _ 
severely. Efforts made by the United States Government, 
the Pennsylvania State Department of Labor and Industry 
and the municipality to bring about a settlement of the dif- 
ferences between the company and the men have proved un- 
availing. 

The strike resulted through the failure of the effort made 
to arrange a new agreement between the company and the 
men in December last. The company agreed to advance the 
wages of first-year men from 22 cents to 23 3/9 cents an 
hour; second-year men, from 23 cents to 24 4/9 cents; third- 
year men, from 24 cents to 25 5/9 cents. It insisted, how- 
ever, that the clause be stricken from the proposed agree- 
ment which stated that all cases of discharged men should 
be submitted to arbitration. The men demanded $3.15 for 
a nine-hour day, with 52% cents an hour for overtime. 
They promised not to go out on strike without giving the 
company notice in advance. On Jan. 1 the strike was de- 
clared without any notification to the company. Representa- 
tives of the company declare that they will not re-employ the 
five men who broke their word. The racial question has also 
injected itself into the siuation. 

The present strike is believed to have an important bear- 
ing on the question of trade unionism in the coal fields. 
Several factories in Hazelton have recently declared for the 
open shop and organized labor is said to feel that the 
Markle, interests, mine operators who are identified with the 
railway, hope through continuing the present strike, further 
to disrupt the unions. 

Statements from the company giving the facts in con- 
nection with the strike were referred to in the ELECTRIC 
RAILWAY JOURNAL of Jan. 24, page 201, and April 18, page 
894. ; 


Low Suburban Fares On Southern Pacific 


The California Commission has recently been conducting 
another hearing on the passenger rates in effect on the 
ferry and electric lines of the Southern Pacific Railroad be- 
tween San Francisco and Oakland. The hearing was begun 
because of a complaint by residents of the San Francisco 
peninsula on the ground of discrimination. Certain of the 
transbay fares were lowered in October, 1918, from 15 
cents one-way fare to 10 cents, after a hearing by the com- 
mission as mentioned in the ELectrRic RAILWAY JOURNAL, 
Dec. 13, 1913. In answer to the present complaint, the com- 
pany has requested the commission to raise the transbay 
rates from 10 cents to 12% cents for the one-way fare. 
After a hearing in San Francisco on June 16, 17 and 18, the 
case was adjourned for sixty days to allow attorneys for 
the transbay cities to digest the data submitted by the 
company. 

The Southern Pacific Company submitted an expert valu- 
ation report on the property involved in the suburban serv- 
ice in question, showing that the revenue from the ferries 
and the electric system or from any one individual line of 
the system was not sufficient to meet the cost of operation, 


‘JuLy 18, 1914.] 


plus interest and taxes. It was asserted that only three of 
the best lines paid even the bare operating expenses. J. B. 
Pope, valuation engineer for the company, testified that the 
property used in the suburban service had a total value of 
$25,553,667. This sum included one-half of the value of the 
Oakland pier, which is used jointly by steam and electric 
trains, and also the values of other property used jointly, 
apportioned according to the comparative number of passen- 
gers handled by each kind of motive power. 

According to the testimony of F. L. McCaffery, auditor of 
disbursements for the company, the total deficit on the 
suburban system for the first four months of 1914 with in- 
terest at 7 per cent on the investment was $686,515. If the 
ferry system were also considered, the total deficit for the 
four months would be $752,754. During this four-month 
period the company carried more than 6,400,000 passengers 
on the ferry system, so that the loss per passenger is 
claimed to be 11.81 cents, making an annual deficit of $2,258,- 
263 against the suburban electric system. The following 
table is a brief summary of the figures presented by Mr. 
McCaffery: 


JANUARY TO APRIL, 1914, INCLUSIVE 


; Electric Ferry 
Gross operating revenue..........cceeceeee $298,538 $228,383 
OPEKALIN ES EXPENSES) neice o.01s/ale lave,sic cele eve are d 354,294 234,719 
TU he rmemene tate Mists alee tl ss Gas eh cra, onadaw vb. s epaisia ayshe ne $55,756 $6,336 
Othersexpenses), taxes, ClC.-..060:0. o's wee e's 60,228 10,848 
USER yy bon EB Bary Chen RR ee eRe ee ae $115,984 $17,184 
Interest on investment for four months... 570,531 49,054 
EE CVG ot ROG CHEG ciara: Achclias oi Oey bh )\0i ese eign isle, Gawiiet oles $686,515 $66,238 
POEM UM LeMM yeas WOLOCEDIC As ss s'e,00c a) sis ss staal seheyeticbelails ww) eire $752,754 
PDE Ss CMLL hE: TLC LLCUE gie,sa: sce! v6 w a6 =) s16)/0 1, /eyeiim/einiw ce lo. oe stare $2,258,262 
CADILAanmiNVeStIOOMt—LeOrry o55.<.5 0 6 are) ais lores «eijers od ee ia wlare $2,102,324 
Capitalpinvestment—electric. . .fe ic ec ee ols 0 sg ee bee 24,451,343 
CRAMER TUNCSLTIVOTIC, <=, cont tekel eveile voles a) «5 lei0eeLeieseele:.s.a) 6) spatererete $26,553,667 


At the previous hearing on this subject the California 
Commission declared that the apportionment of expenses of 
maintaining and operating the ferry boats on the basis of 
the number of passengers carried by the steam lines and by 
the electric lines was erroneous and unfair to the suburban 
lines. Just what different allocations of expenses have been 
made between steam and electric traffic in the present case 
cannot be determined until the commission makes its final 
report on the hearing. 


Progress in Extending the Municipal Railway in San 
Francisco 


Rapid progress on all three of the new municipal railway 
lines now under construction in San Francisco is reported 
by the city engineer’s office in that city. The work on the 
Van Ness Avenue line, which will be the main route for 
the entire city system to the exposition grounds, is 75 per 
cent completed and there is every indication that the work 
will be delivered to the city by Aug. 4, thereby earning for 
the contractor the maximum bonus of $15,000 at the rate of 
$30 per day. It is expected that this line will be operating 
by Aug. 15. 

On the Stockton Street and the Potrero Avenue lines 
large forces are at work. It is expected that the full 
amount of bonus will be earned in each case. This means 
that the Stockton Street contract must be completed by 
Aug. 1 and the Potrero Avenue line, which is now 60 per 
cent finished, by Aug. 23. 

Advices from the Jewett Car Company early in July 
stated that four of the new cars on order had already been 
shipped from the factory, and that others would follow in 
time to make a total delivery in San Francisco of twenty- 
five cars before July 14. Other deliveries are to be made 
before the fourteenth of each succeding month until all of 
the 125 cars contracted for are in the possession of the city. 
This will entitle the car company to the bonus of $5 on each 
car delivered thirty days ahead of the time specified in the 
contract. The new cars, while of the same length as those 
now in use on the Geary Street line, will be 8% in. wider, 
will seat fifty persons as compared with forty-four on the 
old cars, and will weigh 4000 Ib. less. The cost of the new 
cars is to be $7,038 each as compared with $7,700 for those 
now in use. It is estimated that the weight reduction will 
effect an annual saving of $200 per car in operating costs. 
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The new trucks and motors are already in San Francisco, 
and as soon as the car bodies are received the cars will 
be assembled and put in commission on the Geary Street 
line replacing the old cars, which will not be again in use 
until the rush of exposition traffic begins. 


Municipal Ownership Results in Edmonton 


The financial difficulties which have been met in the opera- 
tion of the municipal electric railway at Edmonton, Alberta, 
were reviewed in the’ ELECTRIC RAILWAY JOURNAL of June 
13, page 1334, as they had been set down in the Edmonton 
Official Gazette. W.J. McNamara, who took office as Mayor 
of Edmonton in January, was in New York recently. He 
seemed to feel that the statements made in the official organ 
of the Municipal Council had been misinterpreted. In 
further explanation of them he said: 

“Notwithstanding the reports to the effect that municipal 
ownership has fallen down in Edmonton, the premier city of 
Alberta, the plan has worked out successfully, and those re- 
ports are absolutely false, and our city affords a splendid 
vindication of the doctrine. When I went into office we 
found that the street railway was not paying. The reason 
was that we were selling transportation below cost, and I 
started a fight to raise the rates. I was not backed up by 
members of the Council, but the fight was won, and the fare 
was raised to a straight 5 cents. Immediately the street 
railways were put into good shape. Not only did we pay 
expenses and add to the sinking fund, but we were able to 
start wiping out the deficit. One reason for the loss had 
been the cost of materials, construction, and operation, 
which were far in excess of the figures for New York. For 
instance, we had to pay $60 a ton for steel rails—more than 
double what they would have cost in New York. We had 
the long haul and the tariff against us. As a matter of fact, 
the cost of materials was fully 100 per cent greater than 
what it would be here. Another thing, the maintenance and 
operation cost 35 per cent more than here. As for the price 
of transportation, tickets were sold at six for 25 cents, and 
at certain hours eight could be had for that sum, while 
children were carried at half fare. As a result of charging a 
fair price we have turned a utility running at a loss into 
a splendidly paying concern. There was another thing that 
added to our expenses. The railway had been extended out 
far into unoccupied territory, where land owners hoped some 
day the population would come.” 


Right of Ohio Commission to Order Valuation Questioned 


' The committee appointed by the Central Electric Railway 
Association some time ago to determine ways and means for 
valuing the electric railways in Ohio, as directed by the 
Public Utilities Commission of that State, now reports that 
it has grave doubts of the legality of the commission’s order. 
In this connection the committee propounds for the consid- 
eration of the commission the following problem: 

“Can this commission arbitrarily abrogate such contracts 
or set aside the statutes of the State when it is a fact that 
the present maximum rate of 2 cents a mile is, in many 
instances, inadequate to produce the income necessary to 
pay the everyday operating expenses, much less set aside a 
sum to take care of the deferred maintenance and afford any 
return on any kind of value? 

“In complying with the order the public utilities and elec- 
tric roads of Ohio will have to spend an enormous amount of 
money and a great deal of the time of their officers and other 
employees that can be ill afforded from their other duties. 
As it is likely‘that in the majority, if not in all, cases this 
order will be wholly unjust by reason of any results which 
may be produced as affecting the reasonableness of the pres- 
ent legal rates and charges, should not the legality of the 
order by the commission be ascertained before any such ex- 


pense is incurred?” 


The commission requested that the schedules of value 
asked by it be filed by the companies by Jan. 1, 1915. 


Injunction in Ohio Fare Case 


In the injunction case of the Ohio Traction Company 
and the Cincinnati & Hamilton Traction Company against 
the city of Cincinnati, Judge John E. Sater of the United 
States District Court on July 9 overruled the contention of 
attorneys for the city that the Federal Court has no juris- 
diction in the case and granted the plaintiffs a -perpetual 
injunction, preventing the city from putting in force an 
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ordinance to reduce the fare on the Millcreek Valley line 
between the city and Carthage and Hartwell from 10 to 5 
cents. 

The court also held that all the franchises under which 
this line is being operated between Fifth and Walnut 
Streets and the present north corporation line of the city 
are valid and have not expired and that the enforcement of 
the ordinance would wrongfully impair the property rights 
of the companies and would operate to the detriment of 
the stockholders and creditors. 

The court held that the failure of the city in former cases 
to attack the validity of the grant of the Zoological Land 
Syndicate covering the portion of the line over Erken- 
brecher Avenue, between the southern boundary of the syn- 
dicate’s land and the Carthage pike and 241 ft. between Vine 
Street and the southern boundary of the syndicate’s land, to 
which the city claims the syndicate has no right of owner- 
ship, estopped the city from coming into court at this time 
with such contentions. Each of the other contentions of the 
city was decided adversely. City Solicitor Walter Schoenle 
announced that the case would be appealed to the United 
States Circuit Court of Appeals. 


Kansas Strikers Return.—The strike of employees of the 
Union Traction Company, Coffeyville, Kan., which began on 
March 31, was called off on July 8 by the car men. Prac- 
tically all of the employees have been taken back by the 
company. 

Westinghouse Strike Called Off.—The strike of the work- 
men of the Westinghouse Electric & Manufacturing Com- 
pany at East Pittsburgh, Pa., was called off by the men on 
July 9. While the day set for the men to return to work 
was July 13 many men reported on July 10 and 11. The 
works are now running on full time. 


State’s Attorney’s, Action Ruled Out.—State’s Attorney 
Maclay Hoyne, of Illinois, has been prevented from pro- 
ceeding against the Union Consolidated Elevated Railway 
for overcapitalization by Circuit Court Judge Windes. In 
rendering his decision Judge Windes said: “The state’s 
attorney is acting too late. An action against the com- 
pany for overcapitalization, if there is cause for it, should 
have been brought many years ago. By inaction the people 
have acquiesced in the actions of the company.” 


The Pittsburgh Wage Arbitration.—Judge Joseph Buffing- 
ton, Attorney James H. Gray and Representative Stephen 
C. Porter have been chosen to arbitrate the differences re- 
garding wages and working conditions between the Pitts- 
burgh (Pa.) Railways and its employees. They have been 
holding sessions and hearing evidence from both sides since 
July 10.. Many of the employees have been called to testify. 
Expert testimony as to the cost of living and the sufficiency 
of wages was given by J. Scott Nearing, professor of politi- 
cal economy at the University of Pittsburgh, and by others. 
Witnesses were still being heard on July 14. 


Utility Legislation in Colorado.—Application for a writ 
of injunction was filed in the District Court at Denver, 
Col., on July 8 by Attorney General Fred Farrar to re- 
strain the Secretary of State from referring to referendum 
the bill creating the public utilities commission passed at 
the last regular session of the Legislature, and upon which 
corporation interests filed a petition for referendum. If 
the contention of the attorney general is sustained and the 
bill is ordered off the official ballot for the November elec- 
tion, the law will become effective and the State Railroad 
Commission will be replaced by the Public Utilities Com- 
mission. 


The Philadelphia Conference of Mayors.—It has been 
decided to hold the conference of Mayors, proposed by 
Mayor Blankenburg of Philadelphia, in that city on Nov. 
12, 18 and 14. As announced in the ELEcTRIc RAILWAY 
JOURNAL of July 4, page 43, the plan is to establish a bureau 
of public utility research in the interest of the cities. Invi- 
tations were sent to more than 100 mayors to participate in 
the conference and on July 13 it was reported that accept- 
ances had been received from more than fifty. Mayor 
Blankenburg has asked that suggestions regarding the con- 
vention he addressed to M. L. Cooke, director of public 
works, Philadelphia. 
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The Cleveland Schedule Question.—George R. Davies, 
president of the local branch of the Amalgamated Associa- 
tion of Street & Electric Railway Employees at Cleveland, 
stated recently that an attempt would be made to have the old 
schedules restored by the Cleveland Railway. He alleged that 
Section 8 of the contract with the company fixed the order 
in which the runs shall be completed and sets the number of 
hours for the completion of the runs. He said the matter 
had been appealed to the international union. Many motor- 
men and conductors are said to have expressed the opinion 
that the company’s offer would have carried in a referendum 
vote if the men had understood it clearly. 


Philadelphia Co-operative Plan to Continue.—The co- 
operative plan under which the Philadelphia (Pa.) Rapid 
Transit Company deals with its motormen and conductors 
as individuals rather than as an organization,’ will be con- 
tinued in force for another year. The result of the vote on 
July 14 was 3406 in favor of continuing the arrangement 
and 2801 against it. As 6522 men qualified to vote the vote 
against the plan was 1547 short of the two-thirds negative 
vote required to interfere with the continuation of the plan 
as now in effect. This is the third time the men by secret 
ballot have endorsed the method of conducting the co-opera- 
tive plan with the men as individuals instead of entering 
into a contract with organized labor. 


The Strike on the Joplin & Pittsburg Railway.—No indi- 
cations were in evidence on July 11 that the strike of the 
149 employees of the Joplin & Pittsburg Railway, Pittsburg, 
Kan., which began on July 6, would be ended shortly. The 
strike took place when negotiations following the expiration 
of the old agreement on June 21 were unsuccessful. The 
agreement was continued temporarily by mutual consent 
until July 6, when the strike order was issued. The men 
demand an increase from 26 to 40 cents an hour, with stipu- 
lations: regarding the company’s right to discharge em- 
ployees. The strike has seriously crippled business in the 
territory touched by the road, the coal and metal mining 
industry being particularly affected. Steam roads have put 
on special service. 


The Detroit Running Inventory.—In commenting in the 
issue of July 10 on the proposed appraisal of the property 
of the Detroit (Mich.) United Railway within the city the 
Electric Railway Service said: ““We name a few of the de- 
velopments as indicating that the inventory of 1909 cannot 
under any possible viewpoint be taken as the inventory of 
1914. During all this intervening time the inventory has 
been kept up to the minute. The cost of all this inventory 
from 1909 to June 1, 1914, has reached the total of $147,991. 
This represents the wages of the men working upon the in- 
ventory directly and does not include any portion of cost of 
the executive department of the company or the services of 
the large number of regular employees whose time was 
partly employed in this work.” 


Chicago Terminal Committee Off for Europe.—The mem- 
bers of the committee from the Chicago City Council and 
the engineers in charge of the terminal plans in that city 
arrived in New York on July 14 and sailed for Europe on 
July 15. At the head of the commission is John F.. Wallace, 
formerly chief engineer of the Panama Canal. The other 
members of the commission are Walter L. Fisher, ex-secre- 
tary of the interior; Bion J. Arnold, chairman of the Board 
of Supervising Engineers, Chicago Traction; Edward H. 
Bennett, consulting architect of the Chicago plan commis- 
sion; Lawrence E. McGann, commissioner of public works of 
Chicago; John W. Beckwith, first assistant corporation 
counsel of the city, and Ellis Geiger, chairman of the Alder- 
manic committee on railway terminals. To assist the seven 
members of the railway commission and to gather ideas 
about other things of importance in the Government of big 
cities, five Aldermen and the secretary of the City Council 
committees were appointed by Mayor Harrison to accom- 
pany the committee. The commission visited Toronto, Mon- 
treal and Boston on the way to New York, and spent July 
14 examining New York terminals. The party is due in 
Liverpool on July 20. After an inspection of the docks there 
the members will go to London, thence to Paris, Frankfort, 


Vienna, Budapest, Dresden, Berlin, Leipsic, Hamburg, Kiel, - 


Copenhagen and Stockholm. They will sail from Liverpool 
on Aug. 22. }. 
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Financial and Corporate 


Stock and Money Markets 
July 15, 1914. 


In the trading on the New York Stock Exchange to-day 
the prices of many issues were carried to the lowest levels 
reached in years. New Haven made a new low record, 49%. 
The railroad issues particularly were hard hit. Only brisk 
short covering toward the close prevented many sharp net 
declines. As a matter of fact there was a fair volume of 
business, with a distinct two sidedness to the course of quot- 
ed values. Rates in the money market to-day were: Call, 2 
per cent; sixty days, 2% @ 3 per cent; four months, 3% @ 
314 per cent; six months, 3% @ 4 per cent. 

The trading in Philadelphia to-day was apparently not in- 
fluenced much by the trend in New York. The tone was firm 
and the market ended strong. 

The Chicago market was weak to-day. Bonds, however, 
held firm. 

Under the lead of New Haven, sharp declines were record- 
ed in Boston to-day. The selling was heavy and the lowest 
levels were established at the end. 

In Baltimore business on the Stock Exchange was fairly 
active to-day. The sales of stock totaled 2,537 shares, while 
the bond transactions amounted to $34,400, par value. 

Quotations of traction and manufacturing securities as 
compared with last week follows: 


July 8 * July 15 
American Brake Shoe & Foundry (com.).... 8814 90% 
‘American Brake Shoe & Foundry (pref!) . 1.2 237% 138 
American Cities Company (com.).......-++-- *29 *29 
American Cities Company (pref.).....-.-+-+-> 621% 60 
American Light & Traction Company (com.). 339 328 
American Light & Traction Company (pref.). 109 109 
American Railways Company.....--+-+++-+++> 37 37 
Aurora, Elgin & Chicago Railroad (com.).... 33 32% 
Aurora, Elgin & Chicago Railroad (pref.).... 76%4 76 
Boston Elevated Railway ...---+--:+sersrreee 95% ; 99 
Boston Suburban Hlectric Companies (com.) . 7 a 
Boston Suburban Electric Companies (pref.). 50 50 
Boston & Worcester Electric Companies (com.) *6%4 *614 


Boston & Worcester Electric Companies (pref.) 37 37 


Brooklyn Rapid Transit Company......-.--- 9134 9044 
Capital Traction Company, Washington...... 97 98 
Chicago City Railway ..----s--secrr tere rtts 135 135 
Chicago Hlevated Railways (com.)......+--+- 20 20 
Chicago Elevated Railways (pLeta)ies joer -a ss 65 65 
Chicago Railways, ptceptg., CL ee istevaarabets Tene 97% 98% 
Chicago Railways, ptepts., GUL) Kal tier ons Gas stores 3514 34% 
Chicago Railways, pteptg., ctf. 3......-¢---- 5 6 
Chicago Railways, ptcptg., Gt ad Ma sie ore tee 85d 2 2 
Gincinnati Street Railway «...----+ss+sssrres 101 103 
Gieveland TRAMWAY. cre nie eels st se set to oes 104 105 
Cleveland, Southwestern & Columbus Ry. (com.) *4 *4 
Cleveland, Southwestern & Columbus Ry. (pref.) *30 *30 
Columbus Railway & Light Company......-- 13 “13 
Golumbus Railway (com.)....-+++-+ssrsste: *53 *53 
Golumbus Railway (pref.)..---+-+sesrerrces 719% 79% 
Denver & Northwestern Railway <2 scenes. 533) *55 
Detroit United Railway ....---+-++rsrrrrrres 80 80° 
General Electric Company ..-.---++s+rerse ees 149% 146% 
Georgia Railway & Blectric Company (com. ) 121% 121 
Georgia Railway & Blectric Company (pref.) 86% 85% 
Interborough-Metropolitan Company (com.).. 14% 13% 
Interborough-Metropolitan Company (pref.).. 63% 634% 
International Traction Company (EONM) ere ss 30 *30 
International Traction Company GDR G.. beet o- 81 Sie 
Kansas City Railway & Light Company (com.) a20% *2010 
Kansas City Railway & Light Company (pref.) 39 *39 
Lake Shore Electric Railway (com.)....-.--; 6 6 
Lake Shore Hlectric Railway (1st pref.).... 90 90 
Lake Shore Hlectric Railway (2d pref.).... 22 22 
Manhattan Railway ..--.-----eserer tes 130 129% 
Massachusetts Electric Companies (com.)...- 10% 10% 
Massachusetts Hlectric Companies (pref.)..-- 60 58 
Milwaukee Hlectric Ry. & Light Co. (pref.).. 5 MODE 
Norfolk Railway & Light Company.....--+-+-- 2414 *2414 
North American Company ...+---++7- sess ees 15 71% 


Philadelphia Company, Pittsburgh (com.)...- 39% 39% 
Philadelphia Company, Pittsburgh (pref) Ase, 138 35 
Philadelphia Rapid Transit Company....----- 15% 15% 
Portland Railway, Light & Power Company... 44 “44 
Public Service Corporation ....--+eeerrssrres anal td. 
Third Avenue Railway, New PYAOT IL focus he) ance se* 40 40%4 
Toledo Traction, Light & Power Co. (com.).. 14 20 
Toledo Traction, Light & Power Co. (pref.).. a70 a70 
Twin City Rapid Transit Co., Minn. (com.).. 1025% 101% 
Union Traction Company of Indiana (com.).. 11% *11% 
Union Traction Company of Indiana (1st pref.) 70 *70 
Union Traction Company of Indiana (2d pref.) al4 *14 
United Rys. & Electric Company (Baltimore). 27 27% 
United Rys. Inv. Company GO ee kivishea Stal eis 11% 11 
United Rys. Inv. Company (Gors(cviw) Ciao! Rese 32 32 
Virginia Railway & Power Company (com.). 49 48 %4 
Virginia Railway & Power Company (pref.) . 95 95 
Washington Ry. & Blectric Company (com. ) 85% 87 
Washington Ry. Electric Company (pref.). 83 83 
West End Street Railway, Boston (com.).... 68% 69 
West End Street Railway, Boston (pref.)... 85 SA 
Westinghouse Blec. & Mfg. Company....---> a 78 4h 


Westinghouse Elec. & Mfg. Co. (1st PLEL..)) he ane 
* Last sale. a Asked. 
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ANNUAL REPORTS 


The Duluth-Superior Traction Company 


The comparative statement of income, profit and loss of 
the Duluth-Superior Traction Company, Duluth, Minn., for 
the calendar years 1913 and 1912 follows: 


1913 
$1,260,061 
23,853 


1912 
$1,060,937 
22,322 


022 


Revenue from transportation 
Other revenue 


GEG LE PE VOLLILE ser aiay celia kis! ora)/e nliduedehedelel sts ole iviaim $1,288,914 $1,083,259 
Way and structures. ........6+++eeeeeeees $52,627 $38,205 
leiniprnentht. 2. f © =: <tiehoketel otters <p 65,577 49,868 
EAT RRR kee GRY ee gat ae $e 655 "618 
Conducting transportation 463,266 414,886 
General and miscellaneous 166,039 126,610 

Total operating expensesS........-+..+-- $748,164 $630,187 
Net operating revenue.........+++eeeeeee $535,750 $453,072 
MRASGS, sislnssla ssategetese+\eteioiele ele] fey -ithenrgeme wien tas $66,537 $61,001 
PIGDVECIATION ce ose piso o's oe loie = erie del ereneiots 74,100 70,114 

Total taxes and depreciation.........+--. $140,637 $131,115 
Surplus available for fixed charges and 

iiihive terol k= ie Siar ool ees OO coc OEY $395,113 $321,957 
Wix6d Charges. 0... sc. suns oe 2 a siecle eines $179,526 $158,294 
Dividends, preferred stock....--+++++++++> 60,000 60,000 
Dividend, common stock. ....-.-++++++++e+- 148,750 175,000 

Total fixed charges and dividends......- $388,276 $393,294 
Net income to surplus account.........+-+- $6,837 *$ 71,337 


* Deficit. 


The above report shows a general increase in the rev- 
enues and expenses of the Duluth-Superior Traction Com- 
pany during the calendar year 1913. The revenue from 
transportation increased 18.8 per cent; maintenance of 
way and structures, 37.7 per cent; maintenance of equip- 
ment, 31.5 per cent; total operating expenses, 18.7 per 
cent; net operating revenue, 18.2 per cent; taxes, 9.7 per 
cent; depreciation, 5.7 per cent, and surplus available for 
fixed charges and dividends, 22.9 per cent. The total 
charges and dividends decreased 1.3 per cent, giving a net 
income of $6,837, as compared to a deficit of $71,337 the 
year previous. The percentage of operating expenses (in- 
cluding taxes and depreciation) to gross revenues was 
69.23 in.1913, as compared to 70.28 in 1912. 

There was expended for renewals and charged against 
depreciation reserve during the year $33,076, and the ap- 
propriation to the depreciation reserve for the year was 
$74,100. In addition to this appropriation the sum of 
$18,900 was expended to meet the sinking fund require- 
ments of the mortgage securing the general mortgage 
twenty-year 5 per cent gold bonds, $21,000 par value of 
these bonds being retired. Expenditures aggregating 
$63,067 were made during the year for new construction 
and extensions, including as the principal items $7,948 for 
new cars and equipment, $19,175 for new track, $10,305 for 
eonduit and feed wires and $21,331 for substations. The 
total miles of single track operated by the company 
amounted to 82.47. The gross passenger earnings per mile 
of single track were $15,262 and the gross passenger earn- 
ings $1,258,638. 


American Power & Light Company 


According to the annual report of the American Power 
& Light Company, New York, N. Y., for the year ende 
Dec. 31, 1913, the combined earnings of its four controlled 
companies, the Kansas Gas & Electric Company, Portland 
Gas & Coke Company, Pacific Power & Light Company and 
the Southwestern Power & Light Company, were $5,864,- 
165, an increase of 9.7 per cent over those of 1912. The 
total net earnings were $2,678,831, an increase of 12.6 per 
cent over those of 1912. The earnings for the year from 
electric light and power constituted 55 per cent of the 
gross earnings; artificial gas, 30 per cent; natural gas, 8 
per cent; railway, 4 per cent, and water 3 per cent. 

The Pacific Power & Light Company, Portland, Ore., 
which, with its street railway service in Astoria, Ore., 
Walla Walla, Wash., and Milton, Wash., covers all the 
electric railway service of the American Power & Light 
Company except that offered by the Paris Transit Com- 
pany, Dallas, Tex., reports gross earnings for 1913 of 
$1,288,059, as compared to $1,257,364 in 1912. Other in- 


144 


at 


come items were as follows: Operating expenses and taxes 
in 1913, $663,674; in 1912, $648,037; net earnings in 1913, 
$624,385; in 1912, $609,327; interest charges in 1913, $341,- 
656; in 1912, $288,070; net income in 1913, $282,729; in 
1912, $321,257; balance after dividends in 1918, $40,229; 
in 1912, $106,257. The gross earnings for the twelve 
months were divided as follows for the various classes of 
business: electric light and power, 66 per cent; railway, 
18 per cent; artificial gas, 18 per cent, and water, 8 per 
cent. 

The gross earnings of all the properties controlled by 
the Southwestern Power & Light Company, Dallas, Tex., 
which include the Paris Transit Company, for the twelve 
months ended Dec. 31, 1913, were $2,267,091, as compared 
to $1,927,127 in 1912. Operating expenses and net earn- 
ings in 1913 were $1,240,326 and $1,026,765, as compared 
to $1,076,550 and $850,577 in 1912, respectively. The gross 
earnings for this company were divided 80 per cent to 
electric light and power, 14 per cent to artificial gas, 4 per 
cent to water and 2 per cent to railway business. 


Seattle Municipal Railway 


The operation of the Seattle (Wash.) Municipal Railway 
for the month of June showed a loss for Division “A” of 
$380.78, and for Division “C” of $25.65. The revenues from 
Division “A” were $1,362.68, and the expenses, operating 
and construction, $1,743.41. For Division “C” the revenues 
from passenger and freight business were $1,652.84, and ex- 
penses, operating and construction, $1,678.49. These figures 
do not include the rate for power purchased from the munic- 
ipal plant, as this has not yet been determined by the coun- 
cil. Another item to be considered in this connection is 
the interest for one month on $300,000 of bonded indebted- 
ness of the line, Division “A.” 

The complete report for June, 1914, submitted by Super- 
itendent A. T. Valentine of the Public Utilities Department 
follows: z{ 


Division “A” 
PVOV QTUAIOR Ati sates 'S! pinata. ce: «ba: atten os ete ete (Eres cUE RGU in igh Tos ts a eee ach er $1,846.02 
Operating expenses: 
Maintenance, roadway and track..........-ccsccesers $123.82 
Superintendence of equipment: |. Sitv. «a vr. ostewce de cents 62.50 
Superintendence of transportation...............ec00- 62.50 
Passenger conductors and motormen................ 985.59 
Carhouse-.SMpPloyGes .s sieaheiet duitaig es MRA eee als PERRET ee 425.25 
fic] 4:1 oe Le wes he hn eM ee MORI Rou al ove Tuaa 6 $1,659.66 


Division “C” 
Revenues: 
Passenger revenue 


FOL NO VETIUO§ 216.4 isonet s ale Teunhers yea peta tete, CIN at aE aang $1,611.18 
Freight revenue 25.00 


i ) 


$1,636.18 
Operating expenses: 
Superintendence of transportation...........0.+eeeee- $30.88 
Passenger conductors and motormen..............«s.6.. 873.17 
Freight conductor and motormen.............+..+... 17.18 
Miscellaneous car service employees............s.56.. 104.06 
Carhouise? EMplOVEes, sive deviate nupe-tca Malad Oc lots aielalartsteem ane 18.29 
TOCAL  Patiata niga ane lbs w o atin vcelorehone eee areata, GaLanctns Sian terms $1,044.21 
Construction expenses: 
Division ‘A’: 
Distributions systema as. -. Gi cuawaswerenin tsa wei arc eee meen OO $18.06 
Carhouse sCONMStruction « wsis hes oie We Lewis elie eee SINtaLe 35.68 
COPS ise cio avs late etbia ste VIS b Alene MINER ROA hier eiglols x Viana e 30.00 
OCB 6's, ahi teuedesa eters Aarne gape h agama actete as Te ly Wrernomee ane $83.75 


Division “C’’: 
Track ‘laving and ‘surfacing. 06 ce smivy te eicletpa stamens $578.03 
Distribution system 22.50 


Lighting department o's 2 cess acl etersia nis sles wien 33.75 
OT OUEULT sahsti fhe edaane le oO ocerndgy a] eg chat alitapeheyatoonne S rcs yeetee Rakes 2 $634.28 
Advertising revenue: 
Division: 2A. de Swed alvteh Meee wick lssstettte spe deus We eteca met elens $16.66 
Division see Ay vv wigioneys iy teers crac enpin shape se NTN Ie Se IataLS eee Sal 16.66 


It is reported that regardless of the action of the Fed- 
eral Court, it is the intention of the city of Seattle to make 
physical connections between the tracks of city line and 
those of the Seattle, Renton & Southern Railway on Stew- 
art Street between Third and Fourth Avenues. Under the 
terms of the common user agreement between the Puget 
Sound Traction, Light & Power Company, and the Seattle, 
Renton & Southern Railway on Fourth Avenue South, which 
it is expected will fix the terms of payment to be made by 
the city in the event all of the litigation is decided in the 
city’s favor, the cost of the privilege will amount to about 
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$7,800. Whenever common user rights are granted the re- 
ceivers of the Seattle, Renton & Southern Railway will 
insist that the city general fund guarantee the payment of 
this amount annually. 


Philadelphia & Western Railway 


The gross earnings of the Philadelphia & Western Rail- 
way, Upper Darby, Pa., for the eleven months ended May 
81, 1914, were $338,281. The operating expenses were $191,- 
089, leaving net earnings of $147,192. After deductions of - 
$10,400 for taxes, $125,228 for interest and $956 for miscel- 
laneous items, there remained a surplus for the period of 
$10,608. According to the balance sheet of the company 
the road and equipment value was $8,476,943 and its treas- 
ury stock value $970,000, against which stand $6,000,000 of 
capital stock and $3,000,000 of first mortgage 5 per cent 
bonds. 

According to a recent summary of its history issued by 
the company, the Philadelphia & Western Railway operates 
by third-rail a high-speed double-track railway between 
Philadelphia and Stratford entirely on private right-of-way, 
connecting with the subway system of the Philadelphia 
Rapid Transit Company and with the Pennsylvania Rail- 
road at Stratford. It also operates a double track ex- 
tension from Villa Nova to Norristown on private right-of- 
way, and maintains through service between Allentown and 
Philadelphia by means of the Lehigh Valley Transit Com- 
pany’s lines at Norristown via the Norristown Transit 
Company. Express cars are operated from Philadelphia to 
Allentown under an arrangement with the Adams Express 
Company, and direct connections for interchange of carload 
freight with the Pennsylvania Railroad are made at Phila- 
delphia and Stratford and near Norristown. 

The authorized and outstanding capital stock of the com- 
pany amounts to $4,000,000 of common and $2,000,000 of 
5 per cent preferred, cumulative after Jan. 1, 1916, par $50. 
Of an authorized bonded debt of $4,000,000, there is issued 
$3,000,000 of first mortgage fifty-year gold 5’s, dated July 
1, 1910. Of this amount $2,030,000 is in the hands of the 
public. The old mortgage of the Trust Company of Amer- 
ica, New York, covering an authorized issue of $20,000,000, 
is cancelled. 


Alton, Jacksonville & Peoria Railway, Alton, Ill._—H. A. 
Strauss, consulting engineer, Chicago, has been retained by 
the bondholders’ committee of the Alton, Jacksonville & 
Peoria Railway to prepare a complete valuation of the com- 
pany’s property. This valuation report is to be submitted 
to the Illinois State Public Utilities Commission in connec- 
tion with the application for the authorization of the re- 
organization of the company and the issuance of stocks and 
bonds thereunder. 


Buffalo & Williamsville Electric Railway, Williamsville, 
N. Y.—After hearings before Public Service Commissioner 
Hodson, the purchase of the property of the Buffalo & 
Williamsville Electric Railway in Batavia, N. Y., by the 
Batavia Traction Company has been authorized by the 
commission. This proposed purchase was referred to in 
the ELEcTRIC RAILWAY JOURNAL of Jan. 31 and May 9. 


Chicago (Ill.) Railways.—The directors of the Chicago 
Railways have declared a dividend of $8 on Series 1 partici- 
pating certificates, payable on Aug. 1 to holders of record of 
July 20. No action has been taken as to the second divi- 
dend on Series 2 participating certificates, the initial dis- 
tribution of $2 on which was made in February last. 


Columbus Railway, Power & Light Company, Columbus, 
Ohio.—E. W. Clark & Company, Philadelphia, announce div- 
idend declarations of 1% per cent on the preferred stock, 
series B, and on the common stock of the Columbus Railway, 
Power & Light Company, payable on Aug. 1 to shareholders 
of record of July 15. The stockholders of the Columbus 
Railway, Power & Light Company will hold an adjourned 
meeting at Columbus on July 29, at which action will be 
taken on matters of new financing in connection with the 
company. It is planned to issue $3,145,000 of prior prefer- 
ence stock to retire a similar amount of first consolidated 
mortgage forty-year 4 per cent gold bonds of the Columbus 
Railway, which mature on Oct. 1, 1939, this stock to be lim- 
ited to 4 per cent dividends and to have preference over all 
other classes of stock; and to provide for an issue of $450,- 


JULY 18, 1914.] 


000 of 6 per cent Series A preferred stock, with which to re- 
tire a similar amount of outstanding first mortgage 6 per 
cent twenty-five-year gold bonds of the Columbus Electric 
Company, maturing in November, 1922. To provide for 
these issues the shareholders will take action on a proposi- 
tion to increase the capital stock of the Columbus Railway, 
Power & Light Company from $11,550,000 to $15,145,000. 
They will also vote on a proposed issue of bonds of the Co- 
lumbus Railway, Power & Light Company, to be known as 
first and refunding sinking fund mortgage 5 per cent gold 
bonds to an amount not exceeding $25,000,000 and to be se- 
cured by mortgage on the property of the company. The 
plan is to issue the bonds from time to time to pay for such 
additions, betterments and improvements as may be made 
by the company. 

Detroit & Port Huron Short Line Railway, Detroit, Mich. 
—The Railroad Commission of Michigan has authorized the 
Detroit & Port Huron Short Line Railway to issue $603,000 
of first mortgage 5 per cent bonds of 1900 for the retire- 
ment of $600,000 of bonds of the Rapid Railway due on May 
1, 1915 and 1916, and $3,000 of bonds of the Port Huron, St. 
Clair & Marine City Railway due in 1920. 

Hagerstown & Frederick Railway, Frederick, Md.—The 
Maryland Public Service Commission has approved the sale 
of the property of the Frostburg Uluminating & Manufac- 
turing Company to the Hagerstown & Frederick Railway. 
The railway company has also been authorized to issue 
$50,000 of 6 per cent bonds with which to pay the purchase 
price of $35,000 for the property of the Frostburg Illumi- 
nating & Manufacturing Company and improve its plant. 
The bonds are to be sold to net the railway company not 
less than $45,000. 

Joliet & Southern Railroad, Joliet, I1l—The Continental 
& Commercial Trust & Savings Bank, Chicago, IIl., as trus- 
tee, has asked the Illinois Public Utilities Commission to 
sanction an issue of $1,500,000 of bonds by the Joliet & 
Southern Railroad. 

Medway & Dedham Street Railway, Westwood, Mass.— 
The Medway & Dedham Street Railway, the successor to 
the Dedham & Franklin Street Railway, has petitioned the 
Public Service Commission for approval of an increase in its 
authorized capital from $35,000 to $58,000, the proceeds to 
be used for equipment and extension of lines. 


Northern Illinois Electric Railway, Amboy, Ill—The 
Northern Illinois Electric Railway has been sold under fore- 
closure to H. W. Hillison, S. L. Shaw and Reinhart Aschen- 
brenner, representing the bondholders. 
under court orders in the office of Special Master in Chan- 
cery M. C. Keller of Dixon, Ill. 


Ocean Shore Railroad, San Francisco, Cal.—The Railroad 
Commission of California has authorized the Ocean Shore 
Railroad to issue promissory notes as follows: Twelve notes 
totaling $6,365, thirty-two drafts amounting to $4,368 and 
eight notes totaling $21,552. They are to be used for the 
purchase of equipment. The railroad company does not ex- 
pect to pay these obligations as they become due from earn- 
ings, but from the proceeds of an assessment recently levied 
on the stockholders. Of a total of $192,000 assessed the sum 
of $100,000 has already been collected. 

Point Pleasant (N. J.) Traction Company.—New officers 
have been elected as follows for the Point Pleasant Trac- 
tion Company: Carroll P. Bassett, president; H. M. White- 
head, vice-president; Frank C. Kimball, secretary and treas- 
urer; Arthur Tepper, auditor, and H. E. Fenner, superin- 
tendent. 

Port Jervis (N. Y.) Traction Company.—New officers 
have been elected as follows for the Port Jervis Traction 
Company: D. E. Mandeville, president; M. F. Maury, secre- 
tary and treasurer; W. E. Guthrie, general manager; 
William Rice, superintendent. 

Springfield (Ohio) Railroad.—E. H. Rollins & Sons, Bos- 
ton, Mass., are offering for sale at prices depending on ma- 
turities, to yield 5.4 per cent, $100,000 of Springfield Railway 
first mortgage 5 per cent serial bonds, dated May 1, 1914, 
and due Sept. 1, 1922 to 1935. Payment is optional on any 
interest date at 102 and interest. The bonds are in denomi- 
nations of $100, $500 and $1,000 and are secured by first 
mortgage on the property of the Springfield Railway, the re- 
placement value of which is appraised at $1,422,000. 
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Third Avenue Railway, New York, N. Y.—The Third Ave- 
nue Railway has made all preliminary arrangements for 
the purchase of the Pelham Park & City Island Railway 
from the Interborough Rapid Transit Company. It is under- 
stood that F. W. Whitridge, president of the Third Avenue 
Railway, will apply at once to the Public Service Com- 
mission of the First District for permission to reconstruct 
the line as far as the Bartow station. The line will also 
be extended to connect with the system of the.Union Rail- 
way, which is one of the companies owned by the Third Ave- 
nue Railway. 

United Railroads, San Francisco, Cal.—The date set for 
the first hearing in connection with the inquiry into the 
finances of the United Railroads by the Railroad Com- 
mission of California has been postponed from July 17 to 
July 20. 


United Railways & Electric Company, Baltimore, Md.— 
The United. Railways & Electric Company announced that 
the outstanding 5 per cent three-year collateral trust notes 
of the’ company, which matured on July 15, would be paid 
on maturity on presentation at the banking house of Alex- 
ander Brown & Sons, Baltimore. 


Dividends Declared 


Brooklyn (N. Y.) City Railroad, quarterly, 2 per cent. 
, panes (Ill.) Railways, $8, participating certificates, Se- 
ries 1. 
Lewiston, Augusta & Waterville Street Railway, Lewiston, 
Me., quarterly, 114 per cent, preferred. 
Milwaukee Electric Railway & Light Company, Milwau- 
kee, Wis., quarterly, 1% per cent, preferred. 
Railway & Light Securities Company, Boston, Mass., 3 per 
cent, common and preferred. 
Rio de Janeiro Tramway, Light & Power Company, Rio de 
Janeiro, Brazil, quarterly, 1144 per cent. 
Sao Paulo Tramway, Light & Power Company, Sao Paulo, 
Brazil, quarterly, 2% per cent. 
United Traction Company, Pittsburgh, Pa., 24% per cent, 
preferred. 
‘York (Pa.) Railways, $1.25, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BANGOR RAILWAY & ELECTRIC COMPANY, BANGOR, 
MAINE 
Gross Operating Net Fixed Net 

Period Earnings Expenses Earnings Charges Surplus 
1im., May, ’14 $56,965 $27,962 $29,003 17,367 $11,636 
ne % Als? 60,284 28,086 32,198 17,1386 15,062 
a. & 14 TEA, Loe 352,698 419,489 208,423 211,016 
ots tM 13 736,500 834,240 402,260 204,227 198,033 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, 
GRAND RAPIDS, MICH. 


1m., May, ’14 $1,161,259 $640,793 $520,466 $343,602 $176,864 
ye’? 943 "11140746 646,331 494,415 321,662 172;758 
12 “ 14 14,524,362 8,328,232 6,196,130 3,988,669 2,207,461 
12“ “ °13 137547,078 7,784,259 5,762,819 3,719,172 2,043,647 


CUMBERLAND COUNTY POWER & LIGHT COMPANY, 
PORTLAND, MAINE 


1m., May, ’14 $197,885 $114,135 $83,750 $63,504 $20,246 
1“ ©’ 943 “1755866 100,501 75,865 57,2938 18,072 
12 “ ‘J4 2,429'876 1,398,351 1,031,525 747,687 283,838 
12 © 13 23199/570 1,223,574 975,996 670,215 305,781 
GRAND RAPIDS (MICH.) RAILWAY 
1m., May, ’14 $107,265 $70,215 $37,050 $13,344 $23,706 
Prog ? 13h OR 6s 63,625 44,543 14,963 + 29/580 
12 “ 14 1,299'642 881,997 467,645 159,828 307,817 
12“ “ °13 15265;999 734,044 581,955 176,689 355,266 


LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY, 
LEWISTON, MAINE 


im., May, ’14 $58,572 $87,390 $21,182 $15,660 $5,522 

FL gemee Zune ial 54,123 33,408 20,715 14,659 6,056 

Suzeaen meee 14 679,179 455,935 223,244 184,116 39,128 

TOOT BELG 13 645,783 395,298 250,485 178,721 76,764 
DETROIT (MICH.) UNITED RAILWAY 

ay, 14 $1,112,275 $763,613 $348,662 $179,321 $169,341 

ne ane 18 at 727639 770,250 402,556 179,568 222,988 

5a 14 4,976,304 3,424,228 1,552,076 900,376 651,700 

Races at 13 5,207,515 3,441,855 1,766,659 896,862 869,797 

PORTLAND (MAINE) RAILROAD 

14 86,427 $52,946 $33,481 $20,177 $18,304 

gine May, 4 ery 61,299 TS 899 1 08729 7,663 

Qe" 4 14 1,046,716 650,100 396,616 238,632 157,984 

ioe 18 1,003,694 708,485 295,259 123,995 171,264 


*Includes taxes. 
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Traffic and Transportation 


United Traction Company Replies to Service Recommenda- 
tions 


The United Traction Company, Albany, N. Y., has filed 
its answer to the report and recommendations regarding 
service in Albany as made to the Public Service Commission 
of the Second District of New York by C. R. Barnes, electric 
railway inspector of the commission. The company denies 
that 13.26 miles of track mentioned in the report are in 
need of reconstruction or repair. With respect to points 
where cars will not pass at ordinary operating speed the 
company says that the installation of special work will do 
away with this difficulty. 

In the matter of extensions the company says that the 
one on Arbor Hill to Watervliet Avenue and that through 
New Scotland Avenue are not justified. The Arbor Hill 
extension is regarded as impractical by the company until 
the ravine west of Quail Street is filled in. The New Scot- 
land Avenue-Woodlawn extension is in controversy on ac- 
count of the fact that a route has not been agreed upon. The 
company, however, says that both extensions will in all 
probability be made in time. The proposed extension to 
connect tracks in Trinity Place with those in Hamilton Street 
is one the company has had in mind itself for some time. 
The construction of curves in both directions on the east side 
of Pearl Street to connect with tracks in State Street is 
regarded as unnecessary because they could not be used to 
advantage. 

The company denies that it has inadequate snow fighting 
equipment. It has a snow plow for each 5% miles of track 
and a sweeper for each 9 miles of track, all in proper work- 
ing order. The company also declares the motor equipment 
of the snow plows and sweepers to be adequate. 

Criticisms of additional service are dealt with under the 
heads of West Albany,:Delaware Avenue, A Belt line, North 
Albany, Arbor Hill-Kenwood, Rensselaer, Troy. The com- 
pany claims that from inspectors’ counts it is already pro- 
viding many more seats than there are passengers during 
the rush hours and during the non-rush hours about three 
seats to every passenger. In the matter of its service for 
church and theater patrons the company says that inspectors 
count the number of persons who get off cars at such places 
and an adequate return service is arranged accordingly. 

The recommendation of Mr. Barnes that a transfer be 
issued upon a transfer to persons going to and from West 
Albany from points in Pine Hills does not meet with the 
approval of the company on the ground that to issue a 
transfer upon a transfer would lead to abuses of the sys- 
tem. The recommendation that transfers to and from cars 
of the Schenectady Railway Company operating within the 
city limits be issued, is also objected to by the company, 
which says that such transfer would interfere with interur- 
ban traffic. Plans under way for an improved terminal at 
the foot of State Street, will do away with all need of sug- 
gestions for rerouting the Albany-Troy red line cars. 

In regard to the rearrangement of passenger stops sug- 
gested by Mr. Barnes the company says that in 1911 it dis- 
continued 187 stops with a view of quickening the service. 
The plan met with’so much disapproval that most of the 
stops had to be restored. 

The company says that the recommendations to replace 
the 18 ft. and 20 ft. cars with more modern equipment and 
to retire open cars are unreasonable. The criticism that the 
800 type of car run on the A belt line is too heavy, the com- 
pany thinks is trivial because the type of car is modern and 
well adapted to the service it renders. During the last 
three years the company has improved its equipment 
through the installation in the city of twelve cars that seat 
fifty-four passengers; twelve cars that seat forty-four; 
five cars that seat thirty; has rebuilt forty-one cars to seat 
twenty-eight; rebuilt six cars that now seat thirty. The 
company contends that its night service is more liberal than 
in most other cities. 

The company has under way the construction of a new 
high tension transmission line between Watervliet and Me- 
chanicville and is making arrangements to build a new 
transformer station on land recently purchased at Sheridan 
Avenue and Chapel Street. 

The company denies the need of an additional braking 
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system upon single truck cars which remain in operation 
after Nov. 15 next, says it will look into the need to install a 
telephone system along the various routes, and that the 
recommendation of illuminated signs for all cars is being 
complied with. : 

The recommendations of Mr. Barnes were published in 
the ELECTRIC RAILWAY JOURNAL of June 27, page 1478. 

The hearing before the commission in regard to the report 
of Mr. Barnes was opened on the morning of July 15. After 
the preliminaries incident to the opening Mr. Barnes was 
cross-examined by Lewis E. Carr of counsel for the com- 
pany. Mr. Carr characterized the report as a “grossly un- 
fair one.” In opening the hearing Chairman Van Santvoord 
of the commission said: 

“We accept the inspector’s report for what it is worth at 
this time. If his recommendations are not proper, if they 
are wrong in any instance we would like to have it pointed 
out to us. We stand by our inspector’s report until it is 
pointed out that he is wrong. In regard to certain of these 
recommendations we infer from your answers to the commis- 
sion that you propose to do some of the things that have 
been recommended.” 


Recemmendations from Mayor Regarding Service in 
Pittsburgh 


The resolution offered recently to the Pittsburgh Coun- 
cil by Councilman Dillinger to force the Pittsburgh (Pa.) 
Railways into receivership has been laid on the table 
indefinitely by a vote of six to three. Before leaving for 
a European trip on July 8, Mayor Joseph G. Armstrong 
sent the company a letter in which he set forth the policy 
of the city administration and its requirements for the bet- 
terment of passenger transportation. In the letter a num- 
ber of suggestions are made to the company for improving 
service. An answer to this communication is expected from 
the company when the Mayor returns from his trip early 
in August. 

J. R. Bibbins, engineer, Chicago, has been engaged by 
the law department of the city of Pittsburgh in an 
advisory capacity in connection with proceedings for the im- 
provement of local transportation conditions in that city. 
This work has the support of the city administration, and 
through co-operative study of the various phases of the 
problem with the company an attempt will be made for an 
operative service standard for scientific rerouting in the 
terminal district and for the progressive rehabilitation of 
the property until an adequate physical condition is reached. 
Mr. Bibbins is associated with Bion J. Arnold, and partici- 
pated in a previous Arnold investigation in Pittsburgh. He 
also was resident engineer for the Arnold investigation of 
transit problems in Providence and San Francisco and of 
steam railroad terminal development in Chicago. 


Notice of Increase in Fare by Massachusetts Line 


The Middlesex & Boston Street Railway, Newtonville, 
Mass., has given notice-to the Public Service Commission 
of Massachusetts of a proposed increase in rate of fare, 
effective on Aug. 3, 1914, to 6 cents for every ride between 
any two fare limits, wherever situated, with an additional 
charge of 1 cent for every transfer issued. The commission 
has ordered the railway to give public notice of the increase 
ten days prior to July 20 by publication. 

At present the company charges 5 cents for all rides be- 
tween fare limits within Newton and Waltham, except that 
within limits of these two cities an additional charge of 
1 cent is made for every transfer issued. The rate has been 
6 cents upon the lines previously operated by the Newton & 
Boston Street Railway, without charge for transfers. The 
rate is 6 cents upon all other lines, except that the company 
issues for $2.50 each books containing fifty tickets, each 
ticket good in lieu of a cash fare of 6 cents between any 
two fare limits west of Newton Lower Falls. 

The request by the company to be allowed to raise its 
tariff comes as a result of the recent dispute between the 
line and its employees, and the decision of a board of arbi- 
tration that the carmen are entitled to a 15 per cent raise 
and back pay from June 1, 1913. It is estimated that the 
award. will cost the company about $25,000 for back pay 
and about the same amount each year in addition to the 
amount heretofore paid for wages. 

The award of the-wage arbitration board was referred to 
in the ELECTRIC RAILWAY JOURNAL of June 27, page 1472. 


JULY 18, 1914.] © 


Newly Organized Employees’ Mutual Benefit Association at 
Rockford 
On May 8, 1914, the officers and employees of the Rockford 


& Interurban Railway and the Rockford City Traction Com- 
pany, Rockford, Ill., met at the club rooms of the trainmen 


_ for the purpose of organizing the employees’ mutual benefit 


association. A. G. Snell, superintendent of transportation of 
the companies, submitted data from other similar associa- 
tions and outlined a plan of organization. The object of the 
association is to promote good fellowship among the em- 


_ ployees and to aid its members while they are disabled by 


reason of sickness or injury, and at their death to contribute 
aid to their designated beneficiaries. 

At the conclusion of these meetings a joint committee of 
twelve employees representing all departments, with Mr. 
Snell as chairman, was appointed to draft a set of by-laws 
and constitution and to arrange all details for a permanent 
organization. On June 22, at a meeting of all employees, 
this joint committee outlined the forms and blanks to be 
used, and submitted a set of by-laws and constitution, which 
was accepted. The committee was instructed to have these 
printed. 

On: July 6 a permanent organization was perfected. W. 
C. Sparks, general manager of the companies, will be perma- 
nent chairman of the board of trustees. The officers elected 
are as follows: President, A. G. Snell; vice-president, C. R. 
Simcox; treasurer, W. H. Lemons; secretary, H. D. Hollen- 
beck; trustees: transportation department, J. R. Wolf, A. G. 
Andrews and E. Furman; auditing department, H. D. Hol- 
lenbeck; electrical department, J. Kingsley; roadway depart- 
ment, B. T. Feeley and D. Lacey; electrical department, J. 
M. Quaintance and Ralph Short. All the officers are elected 
for a term of one year except the chairman of the board of 
trustees and the treasurer, who are to hold their respective 
offices as long as they continue with the railways. 

Any regular employee of the Rockford & Interurban Rail- 
way or the Rockford City Traction Company more than 
twenty-one years of age and under fifty years of age (char- 
ter members excepted) who has been in the service for a pe- 
riod of at least thirty days is eligible to membership in the 
association, upon approval as to his physical condition by 
the authorized medical examiner of the association. There 
are to be two classes of members—A and B. Class A mem- 
bers will pay dues of $1 a month and Class B members 50 
cents a month. Should the funds of the association ever be 
insufficient to meet its obligations the trustees are author- 
ized to levy not more than three $1 assessments on Class A 
members in any one year and not more than three 50-cent 
assessments on Class B members. The sick benefits paid to 
the members of the two classes vary, as do also the death 
benefit. These payments are described in detail in the by- 
laws. The trustees are to invest the funds of the associa- 
tion in such securities as they may deem advisable. 

The charter membership consisted of 145 out of a total of 
250 employees. Applications are being made for member- 
ship daily. At the next meeting of the board of trustees 
plans for raising funds other than by dues will be consid- 
ered. 


Freight Franchise in West Chester.—The Philadelphia & 
West Chester Traction Company, Upper Darby, Pa., has 
received permission to haul freight in West Chester. 

Accident on Minnesota Line.—Fifteen persons were in- 
jured on July 8 when a car of the Minneapolis, St. Paul, 
Rochester & Dubuque Electric Traction Company collided 
with a steam freight train near the northern limits of Fari- 
bault. 

Disagreement on Illinois Traction Mail Contract.—The 
negotiations have been abandoned in connection with the 
contract ‘which it seemed likely would be arranged between 
the post-office department and the Illinois Traction System 
for handling mail. 

Firemen Debarred from Inside Running Boards.—Chief 
McDonough of the Boston (Mass.) Fire Department has is- 
sued an order commanding fire department members to re- 
frain from riding on the left-hand running boards of open 
cars in violation of an operating regulation of the Boston 
Elevated Railway. 

Joint Steam and Illinois Traction Freigkt Tariff—The 
Louisville & Nashville Railroad has issued a joint and pro- 
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portional freight tariff on classes and commodities between 
Mt. Vernon, Ind., Evansville, Ind., Henderson, Ky., Owens- 
boro, Ky., and Louisville, Ky., and all stations on the IIli- 
nois Traction System. This was effective on July 16. 

Coney Island Traffic Interrupted.—An accident in the sub- 
station of the Brooklyn (N. Y.) Rapid Transit Company at 
Sheepshead Bay Road and Van Sicklen Avenue resulted in 
the suspension of traffic over the principal lines of the com- 
pany to Coney Island on July 12 at 10 p. m., lasting two 
hours. It is estimated that more than 100,000 people were 
inconvenienced. 

Special Evening Rates.—The Southwestern Traction 
Company, Temple, Tex., has put in effect a schedule of 
reduced rates applying between Temple and Belton and 
intermediate points for all travel occurring after 6 p. m. 
The through rate from Temple to Belton and vice versa has 
been reduced from 25 cents to 15 cents. Reductions be- 
tween other points are made accordingly. , 

Ohio Electric Railway Submits New Milk Schedule.—For 
the second time within a short period the Ohio Electric Rail- 
way has submitted a milk schedule for the approval 
of the Public Utilities Commission. The classifications in 
the first one were objectionable. The second contains an in- 
crease of about 10 per cent over the rate for handling ten- 
gallon cans, when five-gallon cans are used. 

The Connecticut Mail Controversy.—Second Assistant 
Postmaster-General Stewart was quoted as follows on July 
15 in regard to the discontinuance of the mail service by the 
Connecticut Company. ‘When the railroad is ready to re- 
open negotiations on the department’s plans the matter may 
be taken up again, but the next move must come from the 
railroad. The department here is doing nothing in the mat- 
ter.” 

Stopping Places Designated in Pittsburgh.—On account 
of complaints from automobile drivers, who claim that street 
cars often block their paths at cross streets, the Pittsburgh 
(Pa.) Railways has ordered white signs to be painted at 
each corner one car length from the corner and another for 
the trailer. In this way the public will know the proper 
place to stand in order to board cars and the front of the 
cars will not block passage at a cross street. 

Increase of Wages on Illinois Road.—An agreement has 
been reached by which a 15 per cent increase will be made 
in the wages of trainmen on the Chicago, Ottawa & Peoria 
Railway. The men asked for a 20 per cent increase. L. E. 
Fischer, representing the company, and A. D, Burbank, of 
the Brotherhood of Interurban Trainmen, met in Joliet and 
with a third party, chosen by them, arbitrated the wage 
question. The increase dates back to Jan. 1, 1914. 

Forgetful Excursionists—On July 4 ninety-six parcels 
were lost by absent-minded patrons of the Detroit (Mich.) 
United Lines upon the city and interurban cars. Fifteen 
people left their coats behind, There were ten who did not 
remember their umbrellas. One mother left her baby’s car- 
riage behind. A boy forgot his ball and bat. Some man 
remembered the saloons were closed on the holiday, but left 
his bottle behind him. Another excursionist left the family 
lunch basket on a car. 

New Fort Wayne & Northern Indiana Traction Time- 
table.—A new time-table has been issued by the Fort Wayne 
& Northern Indiana Traction Company, Fort Wayne, Ind. 
It shows not only the complete passenger and freight train 
schedules, but also gives the steam and electric connections 
at all junction points and contains complete information re- 
garding the through interline service between Ft. Wayne 
and Indianapolis. A notable feature of this time-table is 
an interurban map showing in detail nearly all of the lines 
in Indiana, Ohio and southern Michigan. 

Electric Freight Service for Springfield Arsenal_—Electric 
freight service will soon be provided for the United States 
Arsenal at Springfield, Mass., over the tracks of the 
Springfield Street Railway, in place of present methods of 
shipping by teams and trucks. The connecting link be- 
tween the armory and the Highland Division of the New 
York, New Haven & Hartford Railroad will be provided by 
the Springfield Street Railway, the service being made pos- 
sible by recent track re-laying on State Street and the in- 
stallation of. special work with facilities for electric switch 
operation at various points. Coal, ordnance and other 
freight will be handled at a substantial saving in cost over 
present methods. 
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New Commutation at Ticket Rates at Rochester.—The 
New York State Railways filed with the Public Service Com- 
mission of the Second District of New York new rates ef- 
fective on July 10. Ticket books each containing 600 cou- 
pons, each of a face value of 1 cent good for transportation 
(within one year from date of sale) between all points on 
Rochester lines, except between points within the city limits 
of Rochester, will be sold for $5 per book. This is a reduc- 
tion. The time limit of fifty-four trip commutation tickets 
has been changed from the calendar month for which pur- 
chased to the date of the following month corresponding to 
that on which purchased. If there be no corresponding date 
in the month next following, the limit will be thirty days 
from and including date of sale. 

Refrigerator Cars in Louisville-—The Louisville & Inter- 
urban Railroad, Louisville, Ky., gets its “refrigerator” cars 
iced for nothing, or, rather, gets paid for permitting them 
to be iced. Ice this summer is exceedingly cheap at Louis- 
ville in view of an ice war in that city and the people on 
the country lines are buying it in quantities. The company 
hauls great quantities of ice out early in the morning on what 
it calls its ice cars, which on the way back bring the milk 
from the surrounding country to the city. Going out, loaded 
with from seventy-five to 200 300-lb. blocks of ice, the cars 
are kept tightly closed and are therefore thoroughly chilled 
before they start on the return trip. Thus the produce and 
milk which are brought back to the city, a great deal of it 
iced at its point of origin, virtually has refrigerated cars. 


New Uniforms on Illinois Interurban Line.—The Rock- 
ford & Interurban Railway and the Rockford (Ill.) City 
Traction Company have adopted a summer uniform for the 
trainmen, said to be unlike those used by other companies. 
The interurban motormen wore a striped blue and white 
over-all blouse and trousers similar to those used by other 
interurban lines, but the new uniform consists of a gray 
flannel shirt with soft collar and cuffs and the regular blue 
serge trousers. Trainmen are permitted to go without their 
coats provided they wear invisible suspenders. This uni- 
form is neat, can be washed and kept clean, and is very cool 
during the daytime and warm at night, absorbing perspira- 
tion readily. The shirt is worn in blouse fashion. The 
trainmen wear a silk cap. Conductors have two bands of 
gold braid around the cap and motormen two bands of sil- 
ver braid. The caps have a visor to shade the eyes. 

“Safety First” Campaign Succeeding at Boston.—The 
first week of the “safety first”? campaign at Boston, which 
is to extend throughout the present month, shows a marked 
diminution in the number and severity of accidents on the 
streets as compared with the first week of July in 1913. 
The Boston Elevated Railway reports that from the begin- 
ning of the month to midnight on July 8 the number of 
accidents of all kinds on the system was only 52 per cent 
of the number during the corresponding period of 1913. 
Most of the accidents resulted either in no injury or in 
minor physical damage, and only one fatality occurred. 
There has been only one collision of cars in which passen- 
gers were injured. Police department records show that 
this year there were only forty-three street accidents in the 
week compared with sixty-three a year ago, and of these 
two were fatal compared with nine in the 1913 period. The 
Boston City Hospital reports eighty-four accidents com- 
pared with 186 a year ago. 


Transfer Inquiry in Brooklyn.—The Public Service Com- 
mission for the First District has ordered that a hearing 
be held to determine whether transfers shall be ordered 
between the Van Brunt Street & Erie Basin Railroad, 3 
miles long, and the Coney Island & Brooklyn Railroad, the 
Coney Island & Gravesend Railway, the Brooklyn, Queens 
County & Suburban Railroad, the Nassau Electric Railroad 
and the Brooklyn Heights Railroad, or any two or more of 
them. According to the report of Joseph Johnson, chief of 
the transit bureau of the commission, transfers between 
the Van Brunt Street line and the Hamilton. Ferry line of 
the Coney Island & Brooklyn Railroad were exchanged prior 
to June 19, 1914. The Brooklyn Rapid Transit interests, 
after acquiring. the Coney Island & Brooklyn Railroad, sus- 
pended the exchange of transfers, on the ground that the 
territory was amply provided for by the Crosstown and 
Hicks Street lines. The company refused to restore the 
transfer privileges, and now the commission will inquire into 
the situation. 
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Personal Mention 


Mr. W. W. Martin has been appointed secretary and treas- 
urer of the Amarillo (Tex.) Street Railway to succeed Mr. 
Guy W. Fellar, who has been made second vice-president and 
purchasing agent. - 

Mr. L. R. Little, who has been master mechanic of the 
Dayton & Troy Electric Railway, Dayton, Ohio, has been 
appointed chief engineer of the power station of the com- 
pany, to succeed Mr. Waldo Weaver. 


Mr. H. F. Ferguson has been appointed master mechanic 
of the Dayton & Troy Electric Railway, Dayton, Ohio, to 
succeed Mr. L. R. Little, who has been placed in charge 
of the power station of the company. 


Mr. R. J. Pike, who was purchasing agent of the Lehigh 
Valley Transit Company, Allentown, Pa., has become con- 
nected with the Mahoning & Shenango Railway & Light 
Company as secretary to Mr. R. P. Stevens, president of the 
company. 

Mr. L. W. Johnson has been appointed superintendent of 
the Texarkana (Ark.) Division of the Southwestern Gas & 
Electric Company, to succeed Mr. C. H. Kretz. Mr. John- 
son was formerly assistant superintendent at Texarkana. 
Before that he was connected with the New Orleans Rail- 
way & Light Company. 

Mr. E. H. Rowell has been appointed claim agent of the 
Topeka (Kan.) Railway, to succeed Mr. M. F. Cosgrove. 
For the last two years Mr. Rowell has been secretary to 
Mr. W. C. Cartlidge, claim agent of the Rock Island System 
at Topeka. He was also with the Santa Fe Railroad for a 
year as stenographer and clerk. 


Mr. E. C. Deal, whose appointment to N. W. Coler & 
Company, New York, N. Y., was noted in the ELECTRIC 
RAILWAY JOURNAL of Feb. 28, has been elected vice- 
president and general manager of the North Carolina Pub- 
lic Service Company and the Salisbury & Spencer Railway, 
Greensboro, N. C., to succeed Mr. J. P. Clark. Both of these 
properties are controlled by N. W. Coler & Company. 


Mr. Thomas Gibson has been appointed purchasing agent 
of the Lehigh Valley Transit Company, Allentown, Pa., to 
succeed Mr. R. J. Pike. Mr. Gibson has been connected with 
railway work for the last twenty-two years. He served 
as master mechanic of the Philadelphia & Chester Railway 
for eleven years, as superintendent of transportation with 
the Montgomery Traction Company, West Point, Pa., for 
eight years, and was in charge of the real estate department 
of the Lehigh Valley Transit Company for three years. 


Mr. Cornelius F. Cole, auditor of the Metropolitan Street 
Railway, Kansas City, Mo., who devised the method used by 
the company for cataloging the voters in the Kansas City 
franchise election, as de- 
scribed elsewhere in this is- 
sue, was born at Chanute, 
Kan., on July 21, 1874. He 
was educated in the city 
schools of that place and in 
the Chanute High School. 
After leaving school he 
taught in the district school 
in Neosho County in 1891 
and 1892. In 1892 he en- 
tered the employ of the 
Cherokee Bank at Chero- 
kee, Kan., as assistant cash- 
ier. In 1894 he was ap- 
pointed to the position of 
secretary of the Mine Creek 
Coal Company at Pleasan- 
ton, Kan., a position which 
he held until 1896, when he 
resigned to enter the coal department of the Missouri, Kan-_ 
sas & Texas Railway. In 1900 he was promoted to assistant 
to the superintendent of construction, with headquarters at 
St. Louis, Mo. In 1907 he went to Kansas City where he 
was engaged as accountant by several large concerns. In 
April, 1909, Mr. Cole entered the auditing department of the 
Metropolitan Street Railway and was soon advanced to chief 
clerk. In 1910 he was made auditor of the company, which 
position he holds at the present time. 


Cc. F. COLE 


JULY 18, 1914.] 


Mr. Thomas Hawken has resigned as general manager of 
the Rockland, Thomaston & Camden Street Railway, Rock- 
land, Maine. Mr. Hawken has been with the company 
nearly twenty-two years un- 
der the presidency of Mr. 
George E. Macomber. He 
has built up the company 
into one of the most pros- 
perous public service cor- 
porations of its kind in 
Maine. The system _in- 
cludes railway, electric and 
gas properties. Mr. Hawken 
began his career in 1880 on 
telephone line construction 
at Salem, Mass. In 1890 
he entered electric railway 
construction work for the 
Edison General Electric 
Company. Mr. Hawken in- + 
tends to take up active 
work again after a vaca- 
tion. The Rockland, Thom- 
aston & Camden Street Railway operates 28.5 miles of line 
between Rockland, Thomaston, Camden, Rockport and War- 
ren. Included in the system of the company is a park of 
which Mr. Hawken has been in charge. 


THOMAS HAWKEN 


Mr. Phillip D. Laird has resigned as chairman of the 
Maryland Public Service Commission, the resignation to 
take effect on Aug. 1. 


Mr. Phillip J. Kealy, accountant, engineer and appraiser, 
who in conjunction with Mr. L. R. Ash, city engineer for 
Kansas City, Mo., drafted the franchise ordinance known as 
the “Kealy-Ash plan,” will 
become the representative 
of the company on the 
board of control of the 
Kansas City Railways. The 
Kealy-Ash plan was ad- 
vanced as a substitute for 
the Jost administration 
draft providing for the ex- 
tension of the franchises of 
the Metropolitan Street 
Railway for nineteen years, 
and the “Kansas City plan,” 
which is in reality the 
“Kealy-Ash plan,” went 
into effect in part on July 8, 
following the franchise 
election in Kansas City. Mr. 
Kealy was born in Bloom- 
ington, IIl., on July 2, 1884. 
He was educated at the Chicago High School, Lewis Insti- 
tute and the University of Illinois. He entered the service 

of Mr. Bion J. Arnold, Chicago, in 1907 and continued with 

Mr. Arnold until Feb. 1, 1914. He then resigned to become 
the personal representative of Mr. Robert J. Dunham as 
‘special adviser to the receivers of the Metropolitan Street 
Railway, in which position he remained until with the _ac- 
ceptance of the Kealy-Ash plan by the voters of Kansas City 
he automatically became representative of the company on 
the board of control of the new company. Mr. Kealy as- 
sisted in the valuation of the property of the Consolidated 
Traction Company, Chicago; Chicago Suburban Railway; 
Southern Street Railway, Chicago; International Traction 
Company, Buffalo; Seattle (Wash.) Electric Company; To- 
ronto (Ont.) Railway and the Chicago Telephone Company. 
He went to Kansas City on June 2, 1912, as the representa- 
- tive of the Arnold Company to appraise the street-railway 
property, and so satisfactory was his work that he was di- 
rected to value the property of the Kansas City Electric 
Light Company. During the recent franchise negotiations 
in Kansas City he acted as campaign manager and adviser 
to the workers in the field. As previously stated Mr. Kealy 
becomes by the terms of the franchise the company repre- 
sentative of the board of control of the Kansas City Rail- 
ways, but pending the discharge of the receivers he will 
serve together with Mr. Robert P. Woods, the city’s repre- 
sentative, as an arm of the federal court. 


P. J. KEALY 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 

*Coal Belt Traction Company, Linton, Ind.—Incorporated 
in Indiana to build electric railways in Linton. Capital 
stock, $10,000. Directors: Joseph Moss, D. R. Scott and 
George A. Baughman. 

*Lansing Connecting Railroad, Lansing, Mich.—Incorpo- 
rated in Michigan to build electric railways in Lansing. 
Capital stock, $50,000. George E. Hutchinson, secretary. 


FRANCHISES 

Benicia, Cal—A. K. Bowen, president of the Benicia 
Land & Terminal Company, has asked the Council for a 
franchise to build an electric railway in Benicia. Applica- 
tion will soon be made to the Board of Supervisors to build 
an electric line over certain county roads. This is part of 
a plan to build an electric line to connect Vallejo, Benicia 
and Winters, via the Berryessa Valley. [E. R. J., July 
P14.) 

*Lindsay, Cal.—J. R. Hayden, Lindsay, has received a 
fifty-year franchise from the Council to build an electric 
railway in Lindsay. 

San José, Cal.—The San José Terminal Railway has re- 
ceived an extension of time until April 15, 1915, on its fran- 
chise in which to begin work on the line the company pro- 
poses to build from San José to a point near Port San 
José. Financial arrangements have been made whereby 
work on the extension will be begun soon. 

San Diego, Cal—The Bay Shore Railroad has received a 
franchise to build an electric railway from Ocean Beach 
across the channel of False Bay and along the Strand to 
Bird Rock Beach in San Diego. Work will be begun at 
once. 

Pomona, Cal.—The Pacific Electric Railway has received 
a franchise from the Council for a line from Lordsburg to 
North Pomona to connect with the line to San Bernardino. 


Stockton, Cal.—The Stockton Electric Railroad has asked 


the Board of Supervisors for a fifty-year franchise to ex- 


tend its lines in San Joaquin County. 

Carbondale, Ill_—The Murphysboro & Southern [Illinois 
Railway has asked the Council for a franchise in Carbon- 
dale. This 7-mile line will connect Murphysboro and Car- 
bondale. A. B. Minton, Murphysboro, is interested. [E. R. 
J., July 4, 714.] 

Chicago, Il].—The Chicago & Northern Interurban Rail- 
way will ask the Council for a franchise in Chicago and it 
will ask for a certificate of necessity and convenience from 
the Illinois Utilities Commission in Chicago. 

Dixon, Ill.—The citizens of Dixon will on Aug. 11 vote 
on a proposition to give the Illinois Northern Utilities Com- 
pany a franchise to build and operate an electric railway on 
North Crawford Avenue in Dixon from its present line to 
the city limits. The election was ordered by a recent ordi- 
nance passed by the City Council. 

Hopkinsville, Ky.—The City Council and the Fiscal court 
of Christian County have been asked to offer for sale 
electric railway franchises, providing for a city system and 
interurban lines in the county. The leaders of the group 
of local capitalists back of the project are R. E. Cooper and 
John B. Bell, who will ask for no bonus. 

Columbia, Mo.—F. S. Mordaunt, Chicago, has received a 
fifty-year franchise from the Council in Columbia and is 
negotiating with the Chicago & Alton Railway for a ninety- 
nine-year lease on the 50-mile branch of the Chicago & 
Alton Railroad which connects Mexico and Jefferson. It is 
proposed to transform the branch into an interurban line 
and make it the nucleus of a railway which will connect 
Jefferson City, Mexico, Fulton, Montgomery City, Columbia, 
Fayette and Glasgow. [E. R. J., July 11, ’14.] 

Kansas City, Mo.—The Metropolitan Street Railway has 
received a nineteen-year extension of time on its franchise 
in Kansas City. 
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Billings, Mont.—The Billings Traction Company has re- 
ceived a thirty-day extension of time on its franchise from 
the Council to improve its lines in Billings. 

*Toledo, Ohio.—Philip S. Willis, Toledo, and Charles 
Newell, Sandusky, have received a franchise from the 
County Commissioners to build a 2-mile electric railway 
from Auburn Avenue to Willis Avenue in Toledo. This line 
will not connect with the lines of the Toledo Railways & 
Light Company. It is expected that this company will at 
first furnish the new line with light and power. 


Astoria, Ore.—The Pacific Power & Light Company has 
received a franchise from the Council to extend its lines in 
the east and west sections of Astoria. 


Portland, Ore-——Owing to changes made in the proposed 
route of the Portland & Oregon City Railway Company’s 
urban and interurban line, application has been made to the 
Council for an entirely new franchise which will allow the 
cars of the company to run on the downtown streets and 
north on the East Side to the city limits. The company has 
already been granted a franchise allowing it to enter the 
city on the southeast. 


New Castle, Pa.—The New Castle Electric Street Railway 
has received a franchise from the Council to extend some 
of its lines in New Castle. 


*Mitchell, S. D.—O. E. Cassem, Mitchell, has asked the 
Council for a franchise to build a 4-mile electric railway in 
the northwest section of Mitchell. 


Nashville, Tenn.—The Nashville Traction Company has 
presented to the Board of City Commissioners a schedule-of 
the new lines it proposes to lay under the terms of its re- 
cently granted franchise and has asked for the Board’s ap- 
proval, Rails to the amount of 250 tons are on the way 
for use in the construction. 


Fort Worth, Tex.—The Northern Texas Traction Company 
has received a franchise from the Council to extend the 
Summit Avenue line in Fort Worth about 1 mile. 


Blacksville, W. Va.—The Morgantown & Wheeling Rail- 
way has asked the Council for a franchise to extend its line 
through Blacksville. 


TRACK AND ROADWAY 


Helena Street & Interurban Railway, Helena, Ark.—An 
extension on Porter Street to the city limits of Helena is 
being built by this company. 

Fresno (Cal.) Interurban Railway.—Surveys have been 
completed between Fresno and Clovis, 10 miles, and about 2 
miles of track has been laid from Fresno to Esmeralda 
Vineyard. J. B. Rogers, Merchants National Bank Building, 
San Francisco, president. [E. R. J., June 6, ’14.] 


Pacific Electric Railway, Los Angeles, Cal.—An agree- 
ment was signed recently between this company and the 
El Segundo Land & Improvement Company whereby the 
railway company obligates itself to complete the line from 
Hawthorne to El Segundo and have it in operation by 
Aug. 2. 


San. Francisco, (Cal.) Municipal Railway.—The Mission 
District Promotion Association’s committee on streets, rail- 
roads and railway transportation, has formulated a plan to 
afford transportation facilities to the easterly slopes of the 
Potrero Nuevo hills and the surrounding district. It is 
proposed to build an extension of the Potrero Avenue branch 
line of the Municipal Railway, which will serve this entire 
section and act as a feeder for the main branches of the 
municipal system in San Francisco. 


Connecticut Company, New Haven, Conn.—The Public 
Utilities Commission has granted this company permission 
to relocate its tracks in Derby Avenue from Ellsworth Ave- 
nue to the town limits in New Haven. 


Wilmington & Philadelphia Traction Company, Wilming- 
ton, Del.—An extension of the Washington Street line to 
Concord Avenue, thence to the Boulevard and back to Twen- 
ty-second Street in Wilmington is being planned by this 
company. 

Chicago & Northern Interurban Railroad, Chicago, Ili.— 
Plans are being contemplated by this company for a line to 
connect the Fox Lake district with Chicago at Elston, Bel- 
mont and California Avenues in the northwest section of 
Chicago. [E. R. J., July 11, ’14.] 
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Peoria (Ill.) Railway.—Plans are being made by this com- 
pany to double-track Frye Avenue through the East Bluff 
section. 


Manhattan City & Interurban Railway, Manhattan, Kan. 
—During the next six weeks this company will award con- 
tracts to build 2 miles of new track in Manhattan. 

Southern Traction Company, Bowling Green, Ky.—It is 
reported that this company has ordered 15,000 tons of 
rails preparatory for the extension of the Bowling Green 
Street Railway. 

Orleans-Kenner Electric Railway, New Orleans, La.— 
Right-of-way is being secured by this company between 
New Orleans and St. Charles. This 110-mile line will con- 
nect Kenner, New Orleans, Hanson City, Harriban and 


Shrewsbury. J. A. Bowman, New Orleans, president. [E. 
R..J.j: May 9,714.) 
North Louisiana Electric Railway, Shreveport, La.— 


Preliminary arrangements are being made by this company 
for the early construction of its 120-mile line to connect 
Monroe and Shreveport via Ruston and Minden. A. B. 
Blevins, Shreveport, president. [E. R. J., Jan. 17, ’14.] 

Lewiston, Augusta & Waterville Street Railway, Lewis- 
ton, Maine.—Plans are being considered by this company to 
extend its lines in Augusta. 

Portland, Gray & Lewiston Railroad, Portland, Maine.— 
This company has placed in operation its 10-mile line be- 
tween Portland and Lewiston. 


Frederick & Brunswick Railroad, Frederick, Md.—Plans 
are being considered by this company to begin work in the 
fall on this line between Brunswick, Frederick and Jefferson. 
Oscar B. Coblentz, Frederick, chief engineer. [E. R. J., 
April 25, ’14.] 

Bay State Street- Railway, Boston, Mass.—Work of laying 
double tracks from Cliftondale Square to Morton Avenue 
and Central Street in Cliftondale has been begun by this 
company. 

Worcester (Mass.) Consolidated Street Railway.—This 
company is asked to consider plans to extend its June 
Street line and relay its tracks from Abbott Street to 
Newton Square on Pleasant Street in Worcester. 


Detroit, Almont & Northern Railway, Detroit, Mich.— 
Nearly 11 miles of track has been completed by this com- 
pany on the section of its line between Romeo and Almont, 
and surveys have been completed from Almont to Imlay 
City. F. W. Brooks, 12 Woodward Avenue, Detroit, Mich., 
president. [E. R. J., Dec. 6, 713.] 


Grand Rapids (Mich.) Railway.—Work has been begun on 
the Madison Square railway extension from Hall Street 
south to Burton Street in Grand Rapids. 


Mississippi Electric Railway, Columbus, Miss.—Prelim- 
inary arrangements are being made by this company to 
build an electric railway from Memphis, Tenn., to Colum- 
bus, Miss., and eventually extend it into Alabama through 
Pickens County, with Aliceville as the terminus. Head- 
quarters: Columbus. F. W. Crisby, Columbus, is interested: 
[E. R. J., March. 28, 714.] 


Union Railway, New York, N. Y.—This company has 
bought the existing franchises for an electric railway from 
City Island Station to Belden Point, City Island,.and work 
will be. begun at once on the construction of the line. As 
soon as the consent of the property owners can be secured 
this company will extend its Willis Avenue line into Harlem. 

Tri-State Railways, Toledo, Ohio.—This company has 
awarded a contract to A. C. Lingebach & Company, Chicago, 
for the construction of its proposed line between Hillsdale, 
Mich., and Pioneer, Ohio. Surveys have been completed on 
the line between Hillsdale and Pioneer and are now under 
way on the branch from Adrian to Jackson. Charles H. 
Heller, Hillsdale, is interested. [E. R. J., June 20, ’14.] 


Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—An extension of the Mahoning Valley 
line to West Austintown, a distance of 5 miles, is being con- 
sidered by this company. 


Oil Belt Traction Company, Oklahoma City, Okla.—This 
company has sent representatives to recent meetings of 
commercial organizations along the proposed route to ascer- 
tain what action will be taken. Many favorable replies 
have been received. A meeting of secretaries of commer- 
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cial organizations along the route was held in Oklahoma 
City on July 9. This railway will connect Fort Smith, Ark., 
and Shawnee, Okla., via Blackwell, Nowata, Newkirk, 
Miami, Grove, Tulsa, Westville, Stilwell, Muskogee, Henry- 
etta, Okemah and Checotah. [E. R. J., June 18, ’14.] 

Toronto (Ont.) Railway.—This company has been or- 
dered by the Ontario Railway Board to extend its line from 
Agnes Street to College Street in Toronto. 

Pittsburgh, Harmony, Butler & New Castle Railway, 
Pittsburgh, Pa.—Plans are being contemplated by this com- 
pany for an extension from Butler to Youngstown. It is 
planned to bring the line into Youngstown over the proposed 
viaduct at Lincoln Park, to follow Ook Street and cross the 
proposed Oak Street viaduct to Summit Avenue and reach 
Youngstown this way. ” 

Chattanooga Railway & Light Company, Chattanooga, 
Tenn.—Right-of-way is being secured for a 2-mile extension 
from the Missionary Ridge to the Rossville short line. 

Nashville (Tenn.) Traction Company.—Work has been 
begun by this company on Fifth Avenue in Nashville. G. B. 
Howard & Company, Nashville, engineers. [E. R. J., May 


9, ’14.] 


A 


Bryan & Central Texas Interurban Railroad, Bryan, Tex. 
—All necessary material has been purchased by this com- 
pany for the electrification of the line from Bryan to Col- 
lege. It is planned to have this line in operation by Sept. 1. 


Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.—An amendment to its charter has been filed 
by this company in Corpus Christi, changing its name to the 
Corpus Christi Railway & Light Company. 


Eastern Texas Traction Company, Dallas, Tex.—At a re- 
cent meeting of stockholders of this company a contract 
was agreed upon with the Stone & Webster Engineering 
Corporation to complete the construction of the Dallas- 
Greenville Interurban line. Under the terms of the con- 
tract the Stone & Webster company agrees to complete the 
entire line, including the laying and ballasting of tracks, 
erection of electric lines, construction of power stations and 
depots and to put the new line in condition for operation. 
The work is to begin at once under the direction of L. C. 
Bradley, assistant district manager of the Stone & Webster 
interests. 

Fort Worth & Denton Interurban Railway, Fort Worth, 
Tex.—A meeting of the stockholders of this company will 
be held July 24 to formally transfer the right-of-way and 
other holdings to the Stone & Webster Engineering Corpo- 
ration which will build and operate the line. As soon as 
the formal transfer has been made the company will begin 
building the railway and it is expected to have cars in 
operation in about a year. [E. R. J., May 30, ’14.] 

San Antonio, San José & Medina Interurban Railway, San 
Antonio, Tex.—Work on the interurban line between San 
Antonio and Medina Dam will be begun within the next 
few weeks. The company expects to complete the first sec- 
tion to Kirk before the new year. The line will extend 
from Kirk to Castroville, via Lacoste, thence to the division 
dam. J. G. Miller, San Antonio, general manager. [E. R. 
J., June 27, 714.] 

Washington Electric Railway, Chehalis, Wash.—Three 
condemnation suits were recently filed in the Lewis County 
superior court by this company to secure the right-of-way 
for the extension of the old Chehalis & Cowlitz Railroad, 
recently taken over by the Washington Electric Railway 
Company, from Newaukum to Randle, which is now under 


-eonstruction. To date 1% miles of the line has been graded 
and the laying of rails will begin shortly. A bridge is being 


built across the Newaukum River. The route of the exten- 
sion is up the south fork of the Newaukum River. 

Willapa Electric Company, Raymond, Wash.—Plans are 
being considered by this company to rebuild its tracks in 
South Bend from Water Street to the Kleeb Mill. The entire 
right-of-way has been secured for the new route. 


South Morgantown Traction Company, Morgantown, W. 


~Va.—A 16-mile extension to Fairmont is being considered 


by this company. 
Morgantown & Wheeling Railway, Wheeling, W. Va.— 


A 55-mile extension is being contemplated by this company 


from Blacksville to Wheeling. 


’ 
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SHOPS AND BUILDINGS 


Lethbridge (Alta.) Municipal Railway.—Plans are being 
considered by this company for improvements at its car- 
houses in Lethbridge. 


Helena Street & Interurban Railway, Helena, Ark.—A 
new freight station is being built by this company at Pecan 
and York Streets in Helena. 


Pacific Electric Railway, Los Angeles, Cal.—Plans are 
being made by this company to build at once a new pas- 
senger station at El Segundo. 

Bristol & Plainville Tramway Company, Bristol, Conn.— 
C. H. Tenny & Company, Springfield, Mass., engineers, have 
prepared plans and specifications for an addition to this 
railway company’s carhouses located on Riverside Avenue 
in Bristol. The addition will be 50 ft. x 90 ft., one-story 
with slag roof. It will contain concrete pits and other 
conveniences. The addition is being erected anticipatory to 
the purchase of new equipment of double truck cars. 


City Railroad, Mount Vernon, Il].—Work will be begun at 
once by this company on its carhouses in Mount Vernon. 
The structure will be 35 ft. x 70 ft. 


Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind.—Plans are being made by this company to 
begin work soon on the construction of a new interurban 
depot at Ninth and Ferry Streets in Lafayette. The com- 
pany also plans to build during the year new repair shops 
east of Lafayette. The Terre Haute, Indianapolis & Eastern 
Traction Company will use the new depot and pay a rental 
to the Fort Wayne & Northern Indiana Traction Company. 


Mesaba Electric Railway, Virginia, Minn.—Work has 
been begun on the construction of this company’s new car- 
houses in Virginia to replace the structure destroyed by 
fire last winter. The building will be one-story in height 
and have a capacity of twenty cars. It is estimated to cost 
about $20,000. 


POWER HOUSES AND SUBSTATIONS 


Fresno (Cal.) Interurban Railway.—This company has 
placed in operation its temporary power station in Fresno 
where the line branches off Fresno Avenue into the Esmer- 
alda Vineyard. This temporary plant will serve until the 
new company concludes its contract with the San Joaquin 
Light & Power Company. J. B. Rogers, president. 


Pacific Gas & Electric Company, San Francisco, Cal.— 
This company will install at its power house in San Fran- 
cisco one 100-kw, 650-volt, six-phase, sixty-cycle, 600-r.p.m. 
rotary converter. This appratus was ordered quite recently 
from the Westinghouse Electric & Manufacturing Com- 
pany. 

Public Service Company of Northern Illinois, Streator, Ill. 
—This company has placed an order with the Westinghouse 
Electric & Manufacturing Company for one 300-kw, three 
bearing synchronous motor generator set, consisting of one 
300-kw 600-volt generator on common base and shaft with 
one 450-hp, two-phase, sixty-cycle, 2400-volt, 900 r.p.m. syn- 
chronous motor with one 7144-kw, 125-volt direct connected 
exciter. 


Manhattan City & Interurban Railway, Manhattan, Kan. 
—During the next six weeks this company expects to build 
a new power house in Manhattan. 

Meridian Light & Railway Company, Meridian, Miss——Ex- 
tensive improvements are being made at this company’s 
power plant and new machinery is being installed. Two 
new boilers, one a 750-hp and another 1500-hp, will be added 
to the equipment of the plant. The new machinery and 
other improvements are estimated to cost about $50,000. 

Pacific Power & Light Company, Astoria, Ore.—This com- 
pany has placed an order with the Westinghouse Electric 
& Manufacturing Company for two 500-kw, two-bearing 
synchronous motor generator sets consisting of two 500-kw 
925-112 %-volt three wire commutating pole generators, 
500 r.p.m., mounted on common base and shaft with two 
720-hp, three-phase, fifty-cycle, 2400-volt, 500 r.p.m. syn- 
chronous motors. 

Bryan & Central Texas Interurban Railroad, Bryan, Tex. 
—New engines and generators have been purchased by, this 
company and will soon be installed in the power house at 
Bryan. ; 
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Manufactures and Supplies 


ROLLING STOCK 


Greeley & Denver Railroad, Greeley, Col., expects to pur- 
chase two single-truck motor cars. 


Rhode Island Company, Providence, R. I., has ordered fifty 
cars from the Laconia Car Company. 


Toledo, Ann Arbor & Jackson Railway, Toledo, Ohio, has 
leased one 40-ft. Edison storage-battery passenger car from 
the Railway Storage Battery Car Company. 


Central Vermont Railway has leased one 40-ft. Edison 
storage-battery passenger car from the Railway Storage 
Battery Car Company, to operate between Brattleboro and 
Millers Falls, Vt. 


- New Jersey & Pennsylvania Traction Company, Trenton, 
N. J., has ordered four 49 ft. 6 in. center-entrance, all-steel, 
interurban, arched-roof passenger cars from the Cincinnati 
Car Company, through W. R. Kerschner, its Eastern repre- 
sentative. 

Chicago (Ill.) Surface Lines, noted in the ELECTRIC RAIL- 
WAY JOURNAL of July 4, 1914, as having issued specifica- 
tions for 228 semi-steel, double-end motor cars, has ordered 
these cars, together with trucks and seats, from The J. G. 
Brill Company. The General Electric Company has received 
the order for motor, control and brake equipment, which in- 
cludes 456 type GE-242 tap field motors with K-51 control 
and CP-27 air brakes. 


TRADE NOTES 


Curtain Supply Company, Chicago, Ill., has received an or- 
der to equip with Ring No. 88 curtain fixtures and Rex all- 
metal rollers the 100 cars which were recently ordered by 
the Pittsburgh (Pa.) Railways. 


Diamond State Fibre Company, Elsmere, Del., has recent- 
ly started making Disfico white board at its West Consho- 
hocken Mill.. This is;an insulating board which will bend but 
not crack, and is manufactured in thicknesses up to % in. 

Electric Storage Battery Company, Philadelphia, Pa., has 
received an order from the Puget Sound Traction, Light & 
Power Company for thirty-four “Ironclad-Exide” batteries 
of three cells each. These batteries are to be used for light- 
ing the cable cars operated by the traction company. 


ADVERTISING LITERATURE 


Chicago Pneumatic Tool Company, Chicago, IIl., has issued 
Bulletin 34-N describing and illustrating its Class N pneu- 
matic steam and power driven enclosed compressors. 


Whiting Foundry Equipment Company, Harvey, IIl., has 
issued Catalog No. 110 describing in detail its various 
types of cranes. Among numerous illustrations shown of 
these cranes in actual service are views of electric work 
car trains employed by the Northern Ohio Traction & Light 
Company; New York, Westchester & Boston Railway; Los 
Angeles (Cal.) Street Railway and of an electric locomo- 
tive train used by the Union Carbide Company, Niagara 
Falls, N. Y. 


Salomon Brothers & Hutzler, New York, N. Y., have issued 
a 46-page pamphlet dealing with the subject of short-term 
securities. The book contains a list of securities arranged 
according to their maturities so that if the investor has 
surplus funds to invest for a stated period he can readily 
find the securities best suited for his purposes. Among 
some of the public utility issues included in the list are the 
following: Brooklyn Rapid Transit Company 5’s, Chicago 
Elevated Railway 5’s, City Service Company 7’s, Denver 
City Tramways 5’s, Delaware & Hudson Company 4’s, Gen- 
eral Electric Company 5’s, Montreal Tramways & Power 
Company 6’s, Pacific Gas & Electric Company 5’s, Portland 
Railway, Light & Power Company 5’s, Public Service Cor- 
poration of New Jersey 5’s, Puget Sound Traction, Light & 
Power Company 6’s, Republic Railway & Light Company 5’s, 
United Gas & Electric Corporation 5’s, West Penn Traction 
Company 6’s and Westinghouse Electric & Manufacturing 
Company 5’s and _6’s. 


NEW PUBLICATIONS 


Trolley Wayfinder. Published by the New England Street 
Railway Club, Boston, Mass. 151 pages; price, 10 cents. 
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This is the official guide to the electric railways of New 
England published by the New England Street Railway 
Club. The information is most conveniently arranged and 
is supplemented by many maps of the individual systems 
and group maps which show the possibilities of long ex- 
¢ursion tours. 


So the People May Know. 
& Paper Company, Toledo, Ohio. 
cover; price, $2, postpaid. 

This is a reprint of a series of advertisements written 
by Henry L. Doherty, of H. L. Doherty & Company, New 
York, N. Y., for the Toledo Railways & Light Company in 
connection with the negotiations for the extension of the 
franchise of that company, and published in the newspapers 
of Toledo. The advertisements deal with the general fran- 
chise situation in Toledo and contain the answers prepared 
by Mr. Doherty to the criticism leveled at the company 
from various sources. 

Workmen’s Compensation. By James Harrington Boyd, 
A. M., Se. D. The Bobbs-Merrill Company, Indianap- 
olis, Ind. Two volumes, 995 pages, $7.50. 

These volumes are a complete presentation of the sub- 
ject of workmen’s compensation and industrial insurance, 
setting forth the methods, procedure and results in actual 
practice and including the full text of the statutes in force 
Jan. 1, 1913, in Germany, England and the several states in 
this country. The author points out in a clear-cut manner 
the distinctive characteristics of the different remedies for 
the relief of injured workmen—that is, the common law 
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remedy, employers’ liability laws, workmen’s compensation | 


laws and industrial insurance acts. He presents the eco- 
nomic effects of the operation of these laws from a social, 
political and ethical point of view, shows their historical 
evolution in this country and abroad and analyzes their 
constituent elements. He also devotes considerable space 
to a discussion of the fundamental legal principles that 
form a basis of the various kinds of laws and describes in 
detail the administrative machinery that has been developed 
to operate these laws in this country. 

- Volume 1 is taken up with a presentation of the distinc- 
tions between compensation remedies, a history of the de- 
velopment of workmen’s compensation laws in Germany and 
the United States and an analysis of the compensation acts 
in New York, Montana, Washington, Ohio, Wisconsin, New 
Jersey, California, Nevada, Kansas, New Hampshire and 
Massachusetts. In discussing the acts of these states the 
author gives the construction and annotations of the state 
board or commission which has in charge the administra- 
tion or execution of the law.” This volume also contains a 
discussion of the legal principles underlying compensation 
laws and a summary of all foreign compensation laws. 

The first part of Volume 2 presents an analysis of the 
acts for Illinois, Minnesota, Rhode Island, Arizona, Missouri 
and the federal government. The treatment of the subject 
thus far has generally been confined to separate compensa- 
tion acts, but at this point the author groups all the laws 
and begins to consider matters and constructions common to 
them all. He discusses the character of workmen included 
under the laws, the injuries for which compensation is al- 
lowed, the question of whether the employee was injured in 
the course of his employment, the time when injuries were 
received, dependence of deceased workmen and amount of 
compensation. The minuteness with which this examina- 
tion is made is evidenced by the fact that cases are cited 
on almost every page of this section to prove such state- 
ments as these—that compensation allowed for engineers who 
work “on, in or about” a railway does not cover injuries re- 
ceived in a refreshment room, for this is not used for the 
purpose of public traffic within the meaning of the law, and 
that an employee of contractors to build a railway station 
does not come within the purview of the law, as this work 
is merely ancillary to the operation of the railroad. In the 
last portion of Volume 2 there is an account of the pro- 
cedure under the British compensation act and also the only 
complete translation of the German industrial insurance 
code, which is the parent law upon which American legis- 
lation is based. The book is not written primarily for elec- 
tric railways, but it is an exhaustive mine of information for 
every employer concerning a movement that is becoming 
daily of greater importance in this country. 
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HE yoke brace of the Radiax truck plays a very important part in 

the construction, as it not only supports the solid forged side frame 
but also forms a means by which a flexible connection is made with 
the journal box. First, as to its support of the side frame, you will note 
that the yoke brace is cast in a manner which distributes the metal 
to the greatest advantage for strength and lightness and its fit to the 
side frame is insured by accurate machining. The two holes each side 
of the center give ample space for the movement of the swing links. 
The two grooves at the lower part of these holes engage the two pins 
at the bottom of each link and it is due to the force exerted on the 
links by the double pin arrangement that the links are held in an 
upright position against the effect of irregularities in the track and also 
in assisting the links in their tendency to draw the axles back to their 
normal position when leaving a curve.” 
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G-E Rotaries Meet Heavy Service 


—— 


Conditions on the New York Central 


The Irvington Substation shown in the above view is particularly in- 
teresting to Railway men because it exemplifies the value of the 
commutating pole machine. Four times every hour this station is 
expected to haul a 1000-ton passenger train through the section. 


The average load is about 20% of the peak, and yet the station 
operates with remarkable economy because of the fact that the rated 
capacity in operation is only one-third of the peak load—the com- 
mutation pole feature taking care of 200% momentary overloads. 


Machines that will pick up a heavy train without warning, and ; 
still give good economy 24 hours a day, are the kind of machines you | 
need for your road—lIt is the kind of insurance that reduces first cost, 
does not increase operating costs, and yet protects you against com- 
mutation failures when your big peak loads come along. 


General Electric Company 


Largest Electrical Manufacturer in the World 
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